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Significance of the Boiler-Room 
Changes at Providence 
HE United Electric Railways, Providence, R. I., has 
shown its confidence in pulverized coal by equipping 


one section of its boiler house with equipment for 


burning fuel in this form. All bridges behind have not 
been burned, because a number of the stoker-fired 


_ boilers remain, and it will be possible to burn oil under 
_ the new boilers in place of coal if necessary. However, 


the pulverizing apparatus is being installed in the 
confident belief that it will prove economical and con- 
venient. The plant is of peculiar interest in the 


electric railway field because it is of moderate size, 


it is provided with facilities for trying out different 
kinds of fuel, and it was built long enough after the 
Lakeside plant in Milwaukee to permit experience with 
that plant to be utilized. 

The railway company would have preferred to post- 
pone announcement of the details of this plant until 
after it had been in operation for a time. However, 
a partial description of the preliminary design was 
published in at least one of the foreign engineering 
papers, and it seemed desirable, therefore, to print in 
the ELECTRIC RAILWAY JOURNAL a fairly complete 
‘statement of the present status of the work. This has 
been prepared in collaboration with the railway com- 
pany and the manufacturers and appears elsewhere in 
this issue. 
article on the operation of the plant. 


Coming U. S. Chamber Meeting 


of Special Interest to Interurbans 


HE predominant theme of the eleventh annual meet- 

ing of the Chamber of Commerce of the United 
States in New York, May 7 to 10, is transportation— 
transportation in its national aspects. This meeting 
might be characterized for its intent as the Federal 
Electric Railways: Commission proceedings of the steam 
roads, for its main accomplishment will be to bring to 


public attention a great deal of information about the 
true aspects of the transportation situation. 


Many of 
its phases will be discussed, including the matter of rates 
and their relation to manufacturing costs and to dis- 


_ tribution, transportation obstructions to distribution, 
: store door deliveries and collections, railway financing, 
’ co-ordination of trunk line, highway, electric railway and 


\ “<j 
- the whole problem from every point of view, hoping to 


water-way transportation systems, etc. 
The chamber is making a study “comprehensive of 


- aid in the ultimate formulation of a national transporta- 


tion policy.” 
, Transportation Conference, whose work will continue 
considerably beyond the May meeting. P. H. Gadsden is 
__a member of the conference, and steps are being taken 


This study has been intrusted to the 


New York, Saturday, April 28, 1923 


It will be followed in due course by another - 


Number 17 


to present complete and enlightening data about the 
electric railways. 

There is an unusual opportunity here for the electric 
railway industry to bring about a general appreciation 
of the magnitude of its services, where they fit into the 
general scheme, and what they could accomplish in 
relieving the steam roads if utilized in an intelligent 
plan that comprehended their full abilities. 

This is particularly an opportunity for the electric 
interurban lines. They did not derive much _ benefit 
from the Federal commission proceedings as there were 
primarily devoted to the street railways. But in the 
present case they will have their inning. 

Electric railway men will therefore find special in- 
terest in this eleventh annual meeting of the chamber, 
and they should plan to attend its sessions and take 
active part in the discussions. In other words, they 
should make the electric railways felt in these councils 
embodying all transportation agencies. 


One Hundred Years 
of Transportation 


S° FEEBLE were the means of transportation, com- 
paratively, prior to the advent of the railroad that 
transportation may fairly be said to have had its 
beginning with the chartering of the Delaware & 
Hudson Canal Company, which celebrated the hundredth 
anniversary of its founding with fitting occasion on 
April 23 in New York. This is the first centenary of 
a railroad company. 

As the name indicates, the company incorporated by 
special act of the New York Legislature on April 23, 
1823, had the purpose first in view of promoting and 
building a canal. This project was quickly followed, 
however, by a grant from the Pennsylvania Legislature 
on April 5, 1826, authorizing construction of a railroad 
from the head of the canal at Honesdale to the 
anthracite coal mines at Carbondale. And then the 
“Stourbridge Lion,” bought in England by the Delaware 
& Hudson, made its first trip on Aug. 8, 1829. It was 
the first steam locomotive to run on a railroad in 
America. 

The American public might well stop to ponder the 
marvelous accomplishments of the century concluded by 
this significant anniversary. The tremendous impor- 
tance of anthracite coal, previously unavailable but 
brought to our civilization by the Delaware & Hudson, 
merely typifies the part of the railroads in the unparal- 
leled development of the life and commerce of the 
United States. 

Somehow the accomplishments wrought by the rail- 
roads must be dramatized so that the public will 
comprehend what it owes them. If there could be put 
into the 1923 mind a composite picture of the strides 


710 


made since 1823, for which transportation is peculiarly 
responsible, there would be a quick reversal of public 
attitude to the eager, friendly interest in the railways 
that prevailed during the first fifty years of transporta- 
tion. The present desire, so commonly expressed, to 
tighten the ban of regulation is the product largely 
of ignorance, and of misrepresentation by those who 
would capitalize that ignorance for selfish political gain. 

In view of present agitation it is not to be wondered 
at that Leonore F. Loree, eighth president of the 
D. & H., in his centenary celebration address, attacked 
the system which he says has vested legislative powers 
in commissions. They exercise these powers in making 
special rules applicable only to the particular proceed- 
ings pending, as contrasted with the general, basic rules 
of conduct laid down by the true legislature. ‘“Railroad- 
ing is no longer a business; it has become a calamity,” 
he declared. 

But the remedy is clear. It is only that we must find 
the means and the talent to counteract this ignorance 
with understanding, and prevent misrepresentation by 
securing honest public officials. In this movement elec- 
tric railways are as vitally interested as the trunk lines, 
and there should be a joining of hands in this matter 
of public relations. Mr. Loree sounded the keynote of 
progress by concluding his address with an appeal to 
take up this work with the courage and confidence 
shown by the railroad pioneers in overcoming the 
physical obstacles which beset them. 


The Right Kind of Accounting Conduces 
to Better Control of Expenditures 


ATURALLY the first duty of the electric railway 
accountant has been to meet the needs of the 
general officers of the company. Now that this duty 
is reasonably well accomplished in present-day account- 
ing, attention is being turned toward departmental 
requirements. This is evidenced by the work of joint 
committees in the electric railway associations, such as 
those on claims accounting and engineering accounting. 
Take, for example, the matter of engineering account- 
ing. The engineering department expends large sums 
for construction and maintenance, which it can do with 
best economy only when it has full data. The informa- 
tion compiled primarily for the executive department 
has not been in sufficient detail for this purpose, hence 
the engineering departments have usually had to shift 
for themselves very largely in determining costs. It 
is now becoming recognized that the accounting depart- 
ment contains the experts on cost statistics who should 
assume the duty of furnishing all such data required. 
This means more work for the accountant, but increased 
prestige. It involves close co-operation with the engi- 
neering department, to determine what information is 
needed, and in what form. Obviously, judgment must 
be used in making demands upon the accounting depart- 
ment, for the subdivision of costs can be carried too 
far; that is, farther than is necessary in accomplishing 
the purpose of impelling control of expenditures. 
However, the information should be in sufficient detail 
to permit prompt compliance with requests for special 


information, even if these are not likely to occur more. 


than two or three times a year, for segregation of costs 
by types of construction, for example, can be made 
cheaply as a routine matter, whereas special researches 
to meet occasional demands not anticipated in the 
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routine are expensive and often very unsatisfactory. 

What has been said of the engineering department 
applies also to other departments. In fact, there is 
practically no limit to the possibilities for usefulness 
on the part of the accounting department, if its head 
has the vision to appreciate the needs of the other 
departments. 


A Great Opportunity 
in New Orleans 


HE local transportation situation in New Orleans 

has been: a good example of what street railroading 
ought not to be. Physically and financially this system 
stands out as one of those instances where history re- 
flects the kind of promotion and management that have 
been the cause of so much public distrust and trouble for 
present-day managements. 

The system is a consolidation of eight early railway 
companies, some of whose lines were built for competi- 
tive purposes; and worse, some purely as promoters’ 
schemes where there was no justification for the con- 
struction. This resulted in a ridiculous duplication of 
track to the extent that in the uptown section of the city 
there are seventeen parallel tracks in fifteen blocks. 
Unfortunately, with the consolidation of companies 
which naturally came along, the miscellaneous trackage 
was never really assimilated into a practical monopoly 
system. Two track gages were permitted to remain 
and operation of all the lines was continued with 
consequent financial burden and inability to build exten- 
sions into growing sections where they were needed. 

But this faulty layout of trackage and failure to cor- 
rect is not all. A series of some seven receiverships and 
eleven reorganizations, with unscrupulous financial ma- 
nipulations in almost every instance, have not only 
thoroughly disgusted the New Orleans people with the 
utility interests, but this distrust and antagonism have 
been intensified by the fact that the local people have 
usually been left helding the bag. 

So it is not going to be easy for the new interests and 
new management that recently took hold to develop a 
good condition of public relations. But there is a splen- 
did opportunity to make an efficient and soundly profit- 
able property of the New Orleans railway and other 
utilities. The recent purchase was presumably made at 
a price well within the actual physical value, which 
should make possible the rehabilitation necessary with- 
out a capital burden exceeding the earning powers of the 
property. The new control and management are free 
from the disrepute attached to the company’s history. 
Furthermore, the report just completed by John A. 
Beeler, while made for the city and containing recom- 
mendations that at first thought seem drastic, probably 
would, if carried out in major part, put the company in 
a position greatly to improve the measure with which it 
can fulfill the local transportation requirements. In fact, 
the plan of track rearrangements, covered in this issue, 
is one which the company might well have undertaken at 
its own instance. But it would provide much better 
service for the people as well as better economy for the 
company, hence its interest to the city authorities. 

The time is now ripe for both company and public to 
make a new start, to work together in providing this 
great Southern seaport with the kind of transportation 
that it ought to have in order to keep pace with its 
opportunity to grow, and thus to eliminate one more of 
the sore spots of the traction industry. 
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Color Light Signals and Automatic Train Stops with Key Release on Frankford Elevated 


Signaling on the Frankford Elevated—I 


The Special Problems Met and How They Were Solved on This Most 
Recently Completed Elevated Line—This First of Two Articles Deals 
Particularly with the Signals, Trips, Electric Circuits and Air Lines 


By J. N. Dodd 


Consulting Engineer, New York City. 


Recently with the 


Department of City Transit, Philadelphia, Pa. 


is equipped with a complete automatic block-sig- 
nal system. Some of the main features of the 
installation may perhaps be most clearly presented in 
tabular form. They comprise: 
Junction interlocking, 
Yard entrance and terminal interlocking. 
Emergency crossover interlocking. 
Semi-automatic control of interlocking signals. 
Permissive signaling. 
Three-position automatic block signaling.” 
Automatic stops. 
Overlap control of signals. 
Electro-pneumatic operation of stops and switches. 
Traffic locking between towers. 
Approach locking. 
Time-release locking. 
Sectional-route locking. 
Speed control of signals. 
Color-light-type signals. 
Single-rail track circuits. 
A.c. control entirely (no batteries). 
Continuous-bus feed for all low-tension apparatus. 
Loop system of high-tension mains. 
Lever light indicators. 
Illuminated track models. 
~The signals are of the color light type, with a lens 
opening 5 in. in diameter. According to specifications 
they were to have a range of 1,000 ft. in bright sun- 
light. Actually the range is about 50 per cent in excess 


‘Tis Frankford Elevated Railway* in Philadelphia 


*Por details of the track and elevated structure of this railway, 
ee ELECTRIC RAILWAY JOURNAL, Nov. 25, 1922, page 841. 


of this. Signals at station entrances and “dwarfs’’ are 
two-position and display red for ‘‘stop’” and yellow for 
“proceed.” All others are three-position and show red 
for “stop,” yellow for “proceed with caution as the next 
signal is red,” and green for ‘‘proceed.”” The lamps are 
36-watt, 30-volt, and have two filaments in multiple. 
If either filament burns out the remaining one will give 
an indication, but the reduction in light warns the 
maintainer of trouble. 

The light unit is a cast-iron box, mounted on a pipe 
post erected on top of the relay case. The case is carried 
on a special platform placed just outside of the bench 
walk running along each side of the structure for its 
entire length. To one side of the relay case is fastened 
a ladder to permit access to the light unit. 


Trips ARE NORMALLY DEPRESSED 


On the track level near each signal is a stop or trip 
which serves to enforce the danger indication. When 
raised this is in position to engage with a valve in the 
brake pipe mounted on the car truck, thus setting the 
brakes on any car which passes. It is in the raised 
position only when the red signal is displayed. In gen- 
eral there are two types of circuits controlling trips 
which are normally in the depressed position. With one 
type the trip rises directly back of a train and does 
not fall until the signal changes to yellow. The train 
is thus protected by two raised trips back of it. The 
type of control adopted for most of the trips on the 
Frankford Line differs from this in that the raising 
of the trip is delayed until the train has left the 
block at the entrance to which the trip is located. As 
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At Left, Expansion Loop and Drainage Reservoir in Air Pipe Lines. 
At Right, Condenser for Removing Moisture from Air Pipe Lines 


with the type of control previously described, the trip 
falls when the signal changes to yellow. The train is 
thus protected by one raised trip located a full block 
length back. The presence of a train on the section 
immediately beyond the trip holds the trip down. This 
type of circuit was adopted to permit the operation of 
trains in the reverse direction without the necessity of 
installing an additional relay at each signal to be 
operated by the traffic levers in the signal towers. 
Relays for this purpose are objectionable on account 
of their cost, but mainly because they and the control 
circuits used for clearing stops would come into play 
only in emergency cases in which it is desired to 
reverse the direction of traffic. It would be difficult to 
test out such circuits during the normal operation of the 
system, as they would be very long and the relays could 
not be energized without interfering with the normal 
operation of the trips. If the trips should be discon- 
nected from the relays to test out the relay control, the 
entire feature would be out of. service until the trips 
were again connected. Because such circuits and relays 
would seldom be used, and because of the difficulty in 


Pair of Motor-Driven Air Compressors in Substation 
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testing it would probably often be found that, 
on account of broken wires or loose connec- 
tions they were inoperative when «needed. 
The scheme adopted-insured that the circuits 
and relays used will come into play continu- 
ously during normal operation. The circuits 
are local at each station and are therefore 
much easier to test and maintain. 

There is an interesting variation from this 
type of circuit in the control of the signal trip 
at the leaving ends of the stations. At these 
signals there is no overlap and the trip must 
rise directly back of a train. To avoid using 
the relays above referred to, the control is 
such that the trip never rises unless a train 
enters the approach section when the signal 
is red. 

On the cars of the Market Street elevated 
line of the Philadelphia Rapid Transit Com- 
pany, which run over the Frankford line, the 
valves installed to engage with the track trips 
are both at the same end instead of one being 
at each end as is usual. On that line the track 
trips are normally raised and fall only when a train 
approaches a proceed signal. Normally raised trips were 
found unsatisfactory in that a signal could be clear 
while through some fault the trip was raised and the 
motorman would find himself stopped without warning 
when passing a clear signal. Accordingly the Frankford 
specifications provided that the signals should be red 
whenever the trip is-raised and. that the trips should 
function correctly even when the valves on the cars 
are placed 38 ft. to the rear of the front wheels. This 
necessitated placing the insulating joint 38 ft. back of 
the signal trip. However the circuits adopted for the 
trips at the leaving ends of stations made it permissible 
to place this insulating joint close to the signal. 

The trip is raised by a counterweight mounted in a 
box placed between the rails. The downward pull of 
the weight is opposed by air pressure in a cylinder. 
When there is loss of air pressure, or of the electric 
current controlling the valves, the weight at once raises 
the trip. 


MOTORMAN CAN DEPRESS TRIP FROM CAB 


The operating rules provide that a motorman arriv- 
ing at a danger signal shall stop for a specified short 
period and shall then depress the trip and proceed 
under caution. To facilitate his doing so a control but- 
ton for the trip is mounted on a special stand near the 
signal, where it can be easily reached from the cab 
window. 

The provision of this control button is an interesting 
proof of the influence of the men under the Mitten man- 
agement. When the plans for the new car were fin- 
ished they were criticised by the men on the ground that 
there should be a door in the cab to give the motormen 
access to the station platform and to the bench walk. 
The men agreed that the main reason for such a door 
was to permit them to reach the track to depress a 
trip which was in the raised position. It was imprac- 
ticable to provide such a door in the car, but instead 
the equipment just described was installed to allow 
them to depress the trip from the cab window. It is a 
feature which has been greatly appreciated by the men. 

Affixed to each signal is a number, even or odd de- 
noting respectively the east and west tracks. The num- 
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In Center, “Close-Up” of Automatic Trip 


for Stopping Train When Signal Is Ignored. At Right, Vane Relay, Transformer and Reactor, Mounted in Case 


ber is chosen from the nearest house number on the 
street. In Philadelphia the house numbers increase by 
one hundred with every block and a slight knowledge of 
the city will enable one at once to locate a given house 
number. Thus signal No. 241 is on the west track near 
the beginning of block 24. Besides making it easy to 
determine the location of any signal, this system of 
numbering eliminates the awkwardness of giving new 
numbers when the signals are originally numbered se- 
riatim. 

Overlap protection is provided at all points, in length 
not less than the full braking distance required for a 
train running at the maximum speed attainable if it 
stops at all stations. With the following exceptions a 
train is guarded by two danger signals to its rear: A 
train standing at a station is protected by one danger 
signal located the full braking distance back. One which 
has just left the station is guarded only by the danger 
signal at the leaving end of the platform. The control 
of the signal at the station entrance is only to the sig- 
nal at the leaving end and there is no overlap. How- 
ever, a train which is stopped just after having left a 


At Left, Steel Relay Cabinet and High-Tension Transformer in Substation. 


station is protected by the fact that the following train 
makes the regular station stop and, if the train at the 
station should accelerate at the maximum rate, the 
maximum speed which it could attain when it has 
reached the trip is low and it would be brought to a_ 
standstill in a very short distance. 

Track circuits are a.c., 60 cycles, and of the single- 
rail type. The rail next the center of the structure is 
reserved for the return of the propulsion current from 
the car motors to the substations, while the outside rail 
is reserved for the signals. Usually the outside rail is 
the farthest from the third rail, but it is kept for the 
signals regardless of the location of the third rail. 

Relays are of the vane type. The ruggedness and 
simplicity of this type render it suitable for the vibra- 
tions and other severe conditions experienced on an 
elevated road. The relays are mounted on springs and 
enclosed in glass cases which permit an unobstructed 
view of the interior. 

The track transformers are air-cooled and have two 
secondaries, one for the track circuits and the other for 
the lights. Each winding has several taps to permit 


At Right, Transformer for Supplying 
Signal Current. Together with Fuse Boxes, Mounted in Cast-Iron Case 
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choice of voltages best suited for the conditions met. 
The insulating joints are Keystone. All other joints 
in the signal rail are bonded with a No. 2 A.W.G. 
stranded copper bond, flame-welded to the head of the 
rail. At each successive insulating joint the polarity 
of the track circuit is reversed. This permits imme- 
diate detection of defective insulating joints. 


NOVEL FEATURES IN THE POWER DISTRIBUTION 


In the power layout some of the details are perhaps 
novel. All of the track transformers and other ap- 
paratus receiving power at 110 volts are fed from two 
mains of No. 6 copper running the length of the line. 
This size was chosen so that if any of the line trans- 
formers feeding the mains should burn out, or for any 
other reason go out of service, the voltage drop through 
the mains would not be sufficient to prevent any of the 
110-volt apparatus from functioning even under the 
heaviest traffic that the signal spacing will permit. 

At each of the line transformers one of the mains 
is sectionalized by a single-pole switch and fuse. At 
each of the emergency crossovers, which divide the line 
into four approximately equal parts, both of the mains 
are broken by a switch and fuse. Doubt had been ex- 
pressed as to the feasibility of using continuous mains, 
so that the switches and fuses were installed to permit 
sectionalizing if necessary. Up to the present no serious 
trouble has developed and the mains have been main- 
tained continuous from end to end. The use of con- 
tinuous mains has been found very satisfactory. 

The line transformers are 2,300/110-volt, and are 
placed at twenty-two different points along the line. 
At interlockings they are in duplicate. At some of the 
interlockings the capacity of each is 5 kva.; at all other 
points, 8 kva. The capacity was chosen such that in 
case any transformer should go out of service, those on 
either side would have enough spare capacity to carry 
the additional load’ without overheating. AJ] of the 
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transformers are fed through a loop feeder running 
from the substation to the several transformers and 
back. At each transformer this feeder is broken by two 
double-pole single-throw switches connected in series, 
and the transformer is connected between the two 
switches. By this arrangement, if any section of feeder 
should give trouble the switches connecting the section 
to the transformers on either side may be opened and 
full service obtained from the transformers through 
the remaining sections of the loop. 

The low-tension wires, including the two mains above 
described, are assembled in a cable carried in a heavy 
galvanized steel conduit fastened to the outside ends of 
the angle irons supporting the bench walk. The cables 
vary in size from 5-conductor to 42-conductor. Each 
conductor has a braid over the rubber insulation and 
there is a double braid over the assembled wires. Braid 
over each conductor was specified rather than the tape 
permitted in the Railway Signal Association specifica- 
tions because it does not untwist in the junction boxes. 
The taps from the mains across the tracks are 2-con- 
ductor cables and all other conductors across the tracks 
are single wires. Connections from lever machines to 
switches are 5-conductor cable. 

Pull boxes are placed where necessary and in no case 
farther apart than 500 ft. Expansion joints are pro- 
vided at junction boxes, transformer and relay cases, 
and at other suitable points. These are 15-in. nipples 
of steel pipe 1 in. greater in diameter than the conduit 
at. that point. The end of the conduit is brought within 
the nipple and there is no screwed connection between 
the two. The diameter of the main conduits is 2 in,, 
234 in. or 3 in., as required. The size at all points is 
such as to permit the installation of 25 per cent more 
wires than are installed at present. The use of a con- 
duit on the structure for carrying the signal cable was 
adopted after its value had been demonstrated by eight 
years’ uninterrupted service on the Market Street line. 
The high-tension feeder is a lead-covered cable carried 
in the underground duct line. 


How RELIABLE AIR SUPPLY IS ASSURED 


Compressed air is used for the operation of all track 
trips and switches on the Frankford Elevated. The air 
pipe is an extra-heavy galvanized-steel .pipe 2 in. in 
diameter, carried in the same manner as the conduit for 
the cables but on the opposite side of the structure. 
Expansion is provided for by circular bends, about 3 ft. 
in diameter, placed not farther apart than 500 ft. At 
each bend is a 2-in. gate valve. 

Drainage of the water which has condensed in the 
pipe was provided for by installing reservoirs at the 
bottoms of all slopes and at all expansion bends. These 
reservoirs are heavy conical castings about 8 in. across 
the greatest diameter and 10 in. high, supported with 
the apex downward. The reservoir is carried from the 
air pipe by a special hanger, as well as by the screwed 
connection. To remove from the reservoir the water 
which has collected, a 3-in. pipe is inserted to the bot- 
tom of the reservoir through the air pipe above it. The 
opening of a valve in the 4-in. pipe allows the air pres- 
sure to force out the water which has collected. Reser- 
voirs are connected to the bottom of the pipe and all 
other connections are made at the top. Every 150 ft. 
connections are made for the use of air-operated 
track tampers. 

Air is supplied from five compressors of a capacity of 
110 cu.ft, each and one of a capacity of 35 cu.ft. These 
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six compressors are located two in each of the three sub- 
stations which supply power for the road. One of the 
‘compressors in each substation is arranged to cut in 
at a pressure of 75 lb. and the other at 80 lb. Mounted 
near the compressors is a panel board equipped with an 
air gage, a voltmeter, a plug and receptacle for con- 
necting the voltmeter to either machine, two d.p., s.t. 
switches for cutting out either compressor, and a 
 d.p., d.t.\ switch for connecting either compressor to 

‘either governor and so throwing the main load on either 
machine. Up to the present time one compressor in a 
substation operating only a small part of the time has 
been found sufficient to supply the requirements. 
Excess compressor capacity was supplied to permit the 
use of compressed air for operation of track tampers 
and for blowing out snow from the track switches. The 
compressors are water-cooled, and each is driven by a 
direct-connected, 600-volt, compound-wound motor. 

Fastened to the outside of each substation building 
is a condenser consisting of thirty-four 4-in. pipes 9 ft. 
long, arranged seventeen in multiple and two in series. 
The effectiveness of the condenser is shown by the fact 
that since they have been in operation no water has 
collected in any of the reservoirs along the line. From 
the substation to the line the pipe is carried under- 
ground, imbedded in 4 in. of concrete. 

An article on the signal equipment of this road is not 
- complete without some reference to the work of instal- 
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How Trainmen Can 


HE Dallas Railway recently issued a pamphlet pre- 

pared by a committee of Dallas trainmen appointed 
to study the problems of selling transportation. The 
committee met several times and discussed methods to 
be followed as a starter for merchandising transporta- 
tion and drafted the following suggestions: 


é CONDUCTORS ARE REQUESTED TO: 


9 Smile always. 
: Be neat—soap and water are cheap, and a clean shave 
% makes you feel fine. 
;. Thank passengers for buying tickets from you—you 
7 appreciate making the sale. 
A Offer to direct strangers who board your car at the 
Union Station or elsewhere—this voluntary offer of assist- 
i ance on your part will be appreciated. 
5 Help children and old people at every opportunity—some 
one may have the opportunity of helping your children or 
your mother or father some time. 
Never dispute a passenger’s word—the passenger is 
4 always right. If a passenger says he just got off another 
a ear, even though his transfer is old, say, “I beg your pardon, 
* it is all right.” Or, if you think a passenger has not paid 
the right fare and call his attention to it, and he says that 
he did pay the right fare, then say, “I beg your pardon,” 
--and smile. When a passenger claims to have given the 
signal but was carried by, don’t argue with the passenger, 
just say, “I beg your pardon, I did not hear your signal.” 

Be careful not to embarrass a passenger in calling atten- 
tion to an old transfer, or any of those other things like 
putting feet on the seats or spitting on the floor. Be very 
careful that no one else hears you when calling passenger’s 
attention to same. 

Be careful not to give too many small coins in change. 
When this is necessary apologize for doing so—for instance, 
“I am sorry, but I am going to have to give you some 
small change.” 

Keep race signs properly adjusted. When necessary to 
move the sign be careful not to offend. 

- Signal ear to move up to cross-walks on muddy streets. 
Do na cheerfully and with a smile on your face. 

When a passenger asks you how you feel, tell him you 
are feeling “fine.” He is not interested in your sickness. 
When you have to wait for a passenger, don’t slam the 

door like it made you mad—smile. It isn’t worth while to 
render a service grudgingly. 
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lation. The order was given on June 6, 1922. Location 
for the field office, lumber for the shed, and telephone 
were obtained on June 7. Tools were shipped on June 
8 and arrived on June 13. The air pipe, the conduit, 
the insulating joints, half the trunking and half the 
signal cases arrived on July 1. The work was finished 
on Oct. 21, 110 working days after the order was placed. 
The maximum force was 125 men. The equipment 
included five interlockings with sixteen switches, seventy 
high signals, sixteen dwarfs, 7 miles of conduit, 7 miles 
of air pipe and 1,800,000 ft. of wire conductor. Such 
an installation constitutes something in the way of a 
record. 

The contractor for the work was the Union Switch & 
Signal Company. The detail parts were designed and 
manufactured by this company, which did the entire 
work of installation. 

Credit is due A. O. Smith, signal engineer Philadelphia 
Rapid Transit Company, who is responsible for many 
details of the design, and to E. Baxter and H. Fugitt, 
of the same company, who were inspectors on the instal- 
lation work. Stephen Harris, of the Department of City 
Transit, also had a considerable share of responsibility 
in connection with the work. 

In a later article the interlocking plants will be dis- 
cussed and attention will also be given to the speed- 
control signals, which form one of the most interesting 
features of the installation. 


Sell Transportation 


In outlying districts where only one end is available for 
exit, conductors announce, “This end, please” or “The other 
end please,” as the case may be. 

Call all streets, transfer points and public buildings in a 
loud and distinct voice. 

Pay special attention to short-distance riders in the down- 
town district. 

Be courteous all the time. 

Think about your work from the standpoint of the pas- 
senger—he is the man who pays the bills and the one to be 
pleased. 


MOTORMEN ARE REQUESTED TO: 

Smile. 

Be neat—-soap and water are cheap. 

Direct strangers. 

Assist children and old people off the front end whenever 
possible. 

Make easy starts and stops—jerking your car makes the 
ride disagreeable for the passenger and also for the con- 
ductor. 

Stop at cross-walks on muddy streets—move your car up 
if necessary. i 

Operate your car on schedule time. \ 

Co-operate with your conductor and with motormen on 
other runs and on other lines. 

Announce streets when the car is crowded. 

Think about your work from the standpoint of the pas- 
senger—he is the man who pays the bill and the man to 
be pleased. y é ; 

Pay special attention to short-distance riders in the down- 
town district. 

Be courteous all the time. 


REMEMBER: 

Politeness will keep you out of more difficulties and bring 
you more smiles than anything else. f 

Courtesy oils the wheels of life—removes the squeaks, jars 
and chatters that go with every position. 

Courtesy pleases the customer. Think a moment and you 
will remember the time when you walked an extra block to 
deal with a salesman who had shown you courtesy the last 
time you were in the store. _ 

Courtesy makes every job more pleasant—every task 
more worth while. Fe sitay 

Courtesy is to some extent a test of civilization. Savages 
show little consideration and few people feel at home among 


them. 
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Sweeping Changes Recommended in 


New Orleans 


Report by John A. Beeler Recommends Extensive Relocation of 
Rail Lines, Rerouting of Cars, Suggests Scheme for Speeding Up 
and Amplifying Service and Relieving Traffic Congestion—Con- 
templates Expenditure of $2,500,000, but Saves $850,000 Annually 


consulting engineer, New York City, covering the 

physical plant and operation of the railway sys- 
tem of the New Orleans Public Service, Inc., has been 
presented to Paul H. Maloney, Commissioner of Public 
Utilities of New Orleans, La. The changes recom- 
mended are of a fundamental nature and of great im- 
portance to the people of New Orleans and to the local 
railway. It is probably a fair statement that the engi- 
neer’s proposals contemplate the most extensive revision 
of the track layout and plan of operation that has ever 
been recommended by competent authority for any city 
in the country. 

Of first importance is the recommendation to abandon 
37.29 miles of present track which, it is claimed, is 
duplicate, and to add 34.04 miles of new track where it 
is needed. The two gages now existing are to be elimi- 
nated by changing 31.5 miles of standard gage track to 
the wide gage measure of 62.5 in. which prevails on 
176.64 miles. In addition to these track changes, the 
five-track railway thoroughfare on Canal Street in the 
1-mile section at the downtown end of the street is to 
be extensively rearranged and the single-track mileage 
reduced from 6.91 to 3.40, with elimination of 0.72 mile 
of curved track, forty-nine crossings and thirty-five 
switches with mates and frogs. 


: COMPREHENSIVE report by John A. Beeler, 


SAVING IN ROUIE-MILES RESULTS IN CONSIDERABLE 
SEAT-MILE INCREASE 


Tied up with this change in trackage is an extensive 
rerouting program, which for the various lines would 
reduce the average round-trip mileage from 9.03 to 8.34, 
and the average route mileage from 7.37 to 5.73. The 
number of cars required for the evening rush-hour 
service would be reduced from 434 to 391, the total car- 
hours per day from 4,925 to 4,361, the total car-miles 
per day from 44,539 to 48,402, and the average speed 
would be increased from 9.04 m.p.h. to 9.96 m.p.h. The 
total seat-miles would be increased from 1,720,132 to 
1,935,968, and the total average passengers per seat in 
the maximum evening rush-hour at the maximum point 
on each line, summarized, would show the improvement 
from 1.47 to 1.17. 

In addition to producing a material reduction in the 
number of car movements in the 1-mile maximum traffic 
section adjacent to the Mississippi River on Canal Street, 
the principal business thoroughfare, the number of car 
turning movements would be reduced from 433 to fifty, 
and the total interferences from 845 to 100. 

Considerable rebuilding of present rolling stock, in- 
cluding provision for one-man operation on many of 
the smaller cars, and the use of trailers are also covered 


in the report. There are recommendations covering 
various other matters also, such as energy saving, co- 
operative plan for employees, the use of automatic 
electric switches, loading platforms and skip stops and 
an adequate transfer system. As the plan affects prac- 
tically every line in the city, the sequence of executing 
the various parts of the plan is very important, and the 
report includes a recommended order in which to carry 
this out. 


THE ANNUAL SAVINGS IN THREE YEARS WILL CANCEL 
INITIAL EXPENDITURE 


The total cost to the railway to carry out the complete 
program would be about $2,500,000, and it is estimated 
that this would effect savings amounting to some $850,- 
000 per year. Mr. Beeler states that to continue to 
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operate the system as it now exists under present labor 
and material costs means ultimately either a reduction 
in the quality and quantity of service or an increase 
in the rate of fare. By contrast, the adoption of the 
plan presented makes it practicable ultimately to lower 
the fare, thus realizing the desires of the public and 
fulfilling the obligations of the reorganizer. He says 
further that while it is rash to attempt to prophesy in 
these days, nevertheless under the conditions cited in 
the report, a reduction in the rate of fare should be 
practicable about September, 1924, under a ten-year 
amortization plan for taking care of the cost, or about 
October, 1925, under a pay-as-you-go plan. This reduc- 
tion would be to the extent of selling four rides for a 
quarter. It would mean sixteen rides for a dollar, as 
compared with the former maximum of twenty, which, 
it is pointed out, “is not a bad showing for the railway, 
considering all things.” 
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A feature of the report, the engineer points out, is 
that the recommendations are not made with the sole 
idea of cheapening the cost of service. More efficient 
operations are made possible and various economies are 
recommended. The adoption of them in no case, how- 
ever, does other than to improve the service. The prin- 
ciple upon which the whole plan is based is adequate 
service first. 


SECTION I CovERS TRACK REARRANGEMENT 


The report is divided into seven sections, dealing 
respectively with the proposed track layout, routing, a 
particular study of Canal Street, improvements in serv- 
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railway indicates that much has been fundamentally 
wrong with it for years. 

As demonstrating some of the fundamental weak- 
nesses of the present railway system, the report then 
shows a comparison of the population growth of New 
Orleans with the rides per capita. While since 1908 
the population has increased from 328,681 to 427,238 in 
1922, and the number of revenue passengers has in- 
creased in the same period from 77,459,499 to 105,712,- 
9038, the number of revenue rides per capita has shown 
an upward but more recently a downward trend, having 
risen from 236 in 1908 to 312 in 1919, but dropping back 
to 247 in 1922. This comparison is illustrated in an 
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Fig. 2—Track Layout in New Orleans, Showing Present Track to Be Torn Up 
and New Track to Be Built Under Proposed Plan 


ice, order of installation of the changes, a new transfer 
system, financial results. Altogether, the report com- 
prises 233 typewritten pages, numerous exhibits being 
included. 

In Section I the report states that the survey of the 
street car situation shows that the city is inadequately 
served. Two track gages with a multiplicity of crooked, 
indirect, interlocked routes, concentrating in the con- 
gested districts, greatly impair the efficiency and limit 
the flexibility of the system. Consequently the railway 
does not render satisfactory service to the territory it 
covers, nor does it give promise of a satisfactory expan- 
sion, such as is necessary to the growth and development 
of the community. A close study of the history of the 


accompanying curve. In explanation of this the report 
states that the higher rate of fare, and certainly the 
8-cent fare which was put in effect on Oct. 23, 1920, has 
of course been a factor in reducing the riding habit, 
tut this cannot entirely explain it, for the present rate 
of 7 cents (effective on Sept. 28, 1922) is not far from 
the old 5-cent rate, measured by the standard of wages 
now paid. The increased use of the passenger automo- 
bile undoubtedly has had its effect on the falling off of 
street car patronage, but the jitney, which has affected 
street railways so detrimentally in many other cities, 
is not a factor here. 

Referring to the distribution of trackage, as laid at 
present, the report states that there is much that is 
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radically wrong with it. Many miles of track were con- 
structed not for the sole purpose of better serving the 
public, but because in days gone by franchises were 
sought and lines were built for immediate profit. Little, 
if any, thought was-given to the future growth and re- 
quirements of the city. 

An analysis of the distribution of track according to 
population is shown in Table I, which compares 


the “Inside District,” bounded by Broadway, Claiborne, 
with the “Outside District,” 


Lafayette and River, 


Fig. 3— Population Density Map of New Orleans Superimposed on 
Proposed Layout of Rail Lines 


bounded by River, Broadway, Claiborne, Lafayette, 
River, Parish line, Florida Walk, Industrial Canal, Lake 
Pontchartrain and Parish line. 

The inside district, representing less than one-fourth 
of the total area, has 60 per cent of the main-line track- 
age, while the outside district, covering more than three 
times the area, has but 40 per cent of the trackage. The 
inside district, with its concentrated population has but 
1,680 people to the mile of track, while the outside dis- 


TABLE I—ANALYSIS OF TRACK AND POPULATION 


DISTRIBUTION 

Inside Outside 

District District 

Area in'stjuare milep se: 56<.-u 10% op we hale? Ohne een eee 9.1 32.1 
Miles of main track: . ..0.24.c. dren © orcas core ee 122.4 78.9 
Population, 1920............ ibe cere te Betinr aes eee 206,081 166,426 
Population persquare mvles../0.5: oceans sof cles Seeks oe 22,646 5,201 
Population per mile main track... .. . 1,680 2,110 


trict has 2,110. This impracticable distribution of track 
facilities has been the cause of misplaced service in one 
district and the witholding of needed facilities from the 
other. 

Such a condition is absolutely the reverse of what it 
should be. Densely populated, close-in districts should 
be served by trunk lines on frequent headways, while 
outside territory should be cared for by lines equitably 
spaced and adequately scheduled. The duplication of 
trackage is apparent in the uptown section between 
Rampart and the river, as shown in Fig. 2. For ex- 
ample, at Eighth Street, between Danneel and Tchou- 
pitoulas, a distance of fifteen blocks, there are seventeen 
car tracks parallel to the river. Such duplication means 
excessive track maintenance and overhead costs and is 
largely the cause of infrequent headways and generally 
unsatisfactory service. 
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TABLE II—SERVICE PROVIDED AND FACTOR OF USE OF SERVICE 


Car-Miles Car-Miles , 
Miles by one per Track Revenue Rides 
of Car-Miles bhousand Operated per Capita 

Track perated, Revenue 1088 Pee 
Year Owned Millions Passengers Duplications Mile of Track 
1908 196.5 18.7 241 148 1.60 
1909 197.7 18.7 238 149 1.59 
1910 201.3 19.0 236 153 1,55 
1911 206.9 19.3 233 158 1.54 
1912 205.6 19.5 230 158 1.58 
1913 205.6 19.8 228 158 1.60 
1914 205.9 19.6 225 158 1.74 
1915 217.4 19.4 233 169 1.70 
1916 218.2 19.9 227 69 1.66 
1917, 218.5 20.1 217 170 1.74 
1918 219.0 18.4 193 170 1.73 
1919 222.1 19.0 176 171 1.83 
1920 ve a | 18.8 171 171 1.66 
1921 222.1 18.6 170 171 1255 
1922 223.4 16.6 157 171 1.44 


Figures compiled to indicate the service provided, 
Table II, show that the car-miles operated last year were 
less than in 1908, that the car-miles operated per thou- 
sand revenue passengers were only 167 in 1922 as 
against 241 in 1908, and that the revenue rides per 
capita per mile of track, based on the track mileage with 
duplications eliminated, were 1.44 in 1922 as against 
1.60 in 1908 and a maximum of 1.83 in 1919. 

It is pointed out that at present the only track con- 
nections between the uptown and downtown sections 
are by way of Lower Canal Street, forcing all traffic 
between these sections into the congested area. To 
permit a full normal growth of the city, through con- 
nections back of Rampart are necessary. 

The plan proposed for relieving this situation and to 
provide a foundation upon which to build all the exten- 
sions required to care for the future growth of New 
Orleans, regardless of the direction or extent of such 
growth, is shown in Fig. 2. Unification of gage is one 
of the first requirements to afford greater flexibility of 
service. In even figures, the plan calls for the discon- 
tinuance of 37 miles of non-essential track, to be re- 
placed by 34 miles. Of this latter, 9 miles are required 
for changes, such as double tracking, straightening out 
or otherwise improving existing lines. The remaining 
25 miles are required for additions and new extensions. 
These changes are summarized in Table IV. 

As a result of this relocation of track, the engineer 
states that service in territory now covered will be 
bettered, and extensions of service into sections now 
greatly in need of it will be provided. While the total 
track-miles will be slightly decreased, the effective main- 
line track will be increased from 171 miles to 205 miles. 
This will stimulate the growth of the city and increase 
the earnings of the railway. Fig. 3 shows a population 
density map of New Orleans superimposed on the pro- 
posed track layout. 

On the matter of unification of track gages, the report 
notes that there is in the present track system 31.50 
miles of standard gage (56.5 in.) track and 176.64 miles 
of wide gage (62.5 in.) track, or a total of 208.14 miles. 
Of this 3.04 miles is three-rail track, which is the equiv- 
alent of 1.52 track miles. The two track gages not only 
affect track, but apply to equipment as well, making it 
necessary to maintain two wheel gages on the rolling 


TABLE III—ESTIMATED COST OF PROPOSED TRACKWORK 


Unification of track gags; 2G. 4e8 1 a anc chase il. ak ca $232,350 
Removal of non-essential tracks. ..... 66.000 cece ee eee este taeee 295,260 
Track required to permit route adjustments and track elimination 445,835 
Double tracking existing single track.........000000 00 ces eve eee 84,060 
RcRUGRI OI. ccc x <-ane'e On lee cieaell eee ete 917,665 


$1,975,170 
Lesssalvage........... 276,210 
Net total cost. . $1,698,969 
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stock. The cost and maintenance of the double-gage 
special work is, of ccurse, much higher than single-gage 
would be. Owing to the preponderance of the wide gage, 
it should be adopted as the standard for the system. 

In reference to this expenditure for track, the report 
states that as most of the track indicated for discon- 
tinuance is rapidly approaching a condition where it will 
have to be rebuilt, the major part of the expense of con- 
structing new tracks will have to be incurred even 
though this plan is not accepted. ‘The removing and 
placing of tracks where they are needed to improve 
the service will cost the company little if any more than 
to reouild them in their present unsatisfactory location. 
The quicker these changes are made the better for all 
concerned. The cost may be spread over a period of 
years or paid for on the pay-as-you-go plan, which, 
with the adoption of the recommendations given in the 
report, will be largely out of savings made in cost of 
operation. 

Civic IMPROVEMENTS 


As a part of the track program the engineer took up 
certain needed civic improvements, including the widen- 
ing of several streets and the opening up of several 
others to make through connections, recommended the 
straightening of two or three others and suggested that 
two new bridges were badly needed. He also pointed 
out that the neutral ground (center parkway) in some 
of the streets offers splendid opportunities for the in- 
stallation of loading platforms, with their numerous 
advantages to the public and the railway. It is recom- 
mended that they be installed at all of the heavier load- 
ing points where practicable, especially at junctions 
where there is much transferring. The cost of the 
various civic improvements recommended was estimated 


TABLE IV—SUMMARY OF PROPOSED TRACK CHANGES 


Track 
Discontinued Track Added 
‘ “ 4 gq 
Oe & 
Old Line 3 3 a3 gs 83 Proposed Line 
a a 
i oF ae 
DESEO sh) Io DS SOC eae 2,700 Broadway 
CADETS eG easy os ss wet vee 9,000 Canal Blvd. 
Bac tens ORE RM Tania | ee het les 4,200 Carondelet 
City Park ..... PROMMERcmid) a Cee o.5.alb anni City Park 
Desires: .. i... MSOs, fs... GOD Fed o.0-x Desire 
PetersAvenue.. ...... 9,000 S700: 7 ae Dryades 
ryades....... 2D LL SR ee eae Oe ea Dryades 
acy Tei Abe oor ie 15,000 Elysian Flds. 
Louisiatiag’ fc es se 4,550 4,200 5,000 Freret 
SaGhevace AUT ET OO ees. coe ot a Se 15,700 Jackson 
Napoleon. .giscr seis 11,500 ROO epstheas m3 Palmetto 
DAB GCE RS Gjod hea a, nee 11,200 Fig-Eden 
Laurels ss, eeee eee woe 18,200 BAD OO me os 3 Laurel 
EM igh) swine ws 350 Louisiana 
Th ee ee 18,600 Napoleon-Broad 
Ee a ,200 N. Claiborne 
ate sens 1,500 2,500 Paris 
CL Seis es re 2,000 Prytania 
eon gee 4,700 7,300 St. Bernard 
1,200 1,445 WEBB doe hs oss St. Charles 
Shrewsbury caesny/eiie tees wise =<: as eae Shrewsbury 
Tchoupitoulas.. 26,800 ...... 1,000 600 Tchoupitoulas 
Gen’ Be oo! 2k eee 4,000 Gentilly 
Dauphine ee ck wi ewes 7,200 St. Claude 
BE eccrine = SN Se een 20,000 St. Claude-Friscoville 
aye UTE CEE NE cic ce wehtnc asian odceveectwieces 
Carondelet..... OUEST ove OS TES ely Se 
MSs coh op, on ee a or 
Coliseum ...... oe ECE ori lal srs des wh lok Fac ube su « 
N. Peters ...... CIT Ga S500 avese SON Ste evento 
Villere..... RCM GS PSs Sion) es a adem yaceve cee 
otal Noecok 152,250 44,695 (a)49,235 130,550 = feet 
x 8.46 Os 24.72 = miles 
Miles abandoned........ 28.83 Miles of extensions....... 24.72 
Miles changed......... 8.46 Miles of changes......... 9.32 
Total miles discontinued 37.29 Total miles added......... 34.04 
These figures are exclusive of lower Canal Street changes. 
Of the mtinued track, 19,900 feet or 3.77 miles is in paved streets and can 


be left in place indefinitely. 
There is also approximately 16,050 feet of third rail track which is now carried 
as 1.52 miles of track operated; the change in gage will automatically wipe this 


out. 
Note: (a) = Includes double tracking of single track. 


at $310,130, which the engineer said should be divided 
between the city and the company, as may be determined 
by the parties interested. 

Other sections of the report will be treated in suc- 
ceeding issues of the JOURNAL. 


Track Reconstruction in 
San Diego 


Steel Tie Construction Used as Standard—Weather 
Conditions Permitted Work to Be Carried on 
Actively During Recent Months 


URING the past few months several interesting 
track reconstruction jobs have been done by the 
San Diego Electric Railway, notably the Adams Avenue 
and the University Avenue-East.San Diego lines. 
The Adams Street line is the one on which the track 
was torn up during the night last summer by the com- 


Reconstructed Track, Looking East from Park Boulevard. Track 


Is Ready for 2-In. Surfacing of Asphalt. Georgia 


Street Viaduct in the Foreground 


pany’s track forces as the climax of a long controversy 
between the city officials and the company over paving 
and other matters of dispute. After a court battle, a 
compromise was reached through the mediation of the 
State Railroad Commission, and reconstruction of the 
line was begun. The line will be double-tracked through- 
out its length to the end at Kensington Park, outside 
the city limits. Service was resumed on the line Dec. 
23, 1922, although it was but partially completed at the 
time. This was a great relief to the patrons, who had 
been depending upon uncertain bus service, which could 
not be maintained in rainy weather because the adobe 
soil, used for roadway in the unpaved streets, is sticky 
and slippery when wet. 

The reconstruction work was carried out in accord- 
ance with the standards adopted by the company for all 
recent construction. The track construction comprises 
the use of twin steel ties, spaced 6 ft. center to center, 
with 93-lb. high T-rails for all straight track, 114-lb. 
rails for curves and 127-lb. guard rails for all special 
trackwork. All joints are electrically welded and the 
rails are electrically welded to the ties. Al! special track- 
work is bonded with 350,000 cire.mil cable, and the 
welded tracks are cross-bonded every 500 ft. with cable 
of the same size. 
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Soft Spot in Adobe Soil, Filled In with Broken Concrete 
Preparatory to Laying of Track Structure 


The trench for the track is excavated approximately 
18 in. deep. Two feet outside the outside rails a trench 
is excavated 12 in. below the sub-grade and in it is laid 
a 4-in. concrete drain tile. The trench is then filled 
with crushed and disintegrated granite to within 14 in. 
of the grade. 

The rails are set on concrete pyramid-shaned piers 
spaced 12 ft. apart and are adjusted to exact grade by 
means of double cast-iron wedges placed between the 
rail bottom and the top of the piers. When they are 
finally adjusted the rails’ are firmly braced in place and 
a 14-in. layer of concrete is poured. The concrete is 
worked up against the under side of the head of the 
T-rail, but the balance of the concrete surface is left 
2 in. below the street grade to allow for paving. 

On Adams Avenue the company has been relieved of 
the paving obligation. The track is, therefore, being 
surfaced with disintegrated granite, a material which 
is plentiful locally, and which makes a good roadway. 

The reconstruction of the University Avenue-East 
San Diego line presented considerable difficulty due to 
the heavy traffic, the heaviest in the city, which it 
carries. The problem was solved by reconstructing one 
track at a time from Park Boulevard to the end of the 
line in East San Diego. A block signal system was 


Electrically Welded Joint as Used in San Diego Electric Railway 
Standard Track Construction 


installed to facilitate dispatching, and dispatchers with 
extra telephones were stationed at the turnouts where 
the eastbound and westbound cars are passed. Trains 
of two cars each were operated during the rush hours 
and a fourteen-minute headway was maintained, with 
extra tripper service added. 

One of the special problems encountered by Engineer 
H. M. Kuehmsted, who was in charge of the work, was 
the caring for soft spots in the adobe soil. Generally 
these were caused by leaky water mains. The diffi- 
culty was overcome by excavating the soft soil until 
firm soil was reached and filling up to sub-grade with 
broken concrete. 

The first work done by the San Diego Electric Rail- 
way under the new specifications was the reconstruc- 
tion of the Broadway line from the Union Depot to 
Third Street, which was followed by the reconstruction 
of the Logan Avenue line, beginning last May. This 
work was described in the ELECTRIC RAILWAY JOURNAL 
at the time. Then came the Adams Avenue and Uni- 
versity Avenue jobs, which will be followed by the con- 
struction of the Park Boulevard line, work on which is 
now due to begin. Then will come the new construction 
of the Sixteenth Street cutoff and the reconstruction of 
the Market Street line. 


Track Keconstruction on Adams Avenue, San Diego, Showing 
Method of Supporting Track Previous to Pouring of Concrete 


New and Old Track Construction on Adams Avenue, Showing 
Special Trackwork Near Carhouse 
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Merit System Works Well in Los Angeles 


In This System a Bonus Is Given for Good Regords, and in 1922 
Nearly $95,000 Was Distributed as Bonuses and Special Prizes 
\ Among the Trainmen—Methods of Keeping Records Are Described 


By J. G. Jeffery 


Director of Public Relations, Los Angeles Railway 


HE random remark of a trainman that ‘as long as 

the fellows do the right thing, they’re practically 

working without a boss” may serve as the keynote 
for a discussion of the merit and bonus system followed 
by the Los Angeles (Calif.) Railway for the past three 
years. The remark was overheard by a passenger who 
was sufficiently impressed to communicate with the 
general manager and, as a result, the saying has become 
a part of the system. 

Let it not be presumed that the system followed by 
the Los Angeles Railway is developing a race of super- 
men in courtesy and efficiency, for the Southern Cali- 
fornia company faces most of the problems which con- 
front other railways except that there is no union dom- 
ination. It has the same wish as every other company 
to promote courtesy, safety and general efficiency, the 
same general type of men on the cars and the same 
problems in “selling” the trainmen on the right com- 
pany spirit. Np 

George Baker Anderson, manager of transportation, 
is the father of the Los Angeles Railway merit system. 
He has developed his plan into an effective force for 
improving service by increasing the general standard 
of efficiency of trainmen. 

Perhaps the outstanding feature of the system is 
that a trainman “makes or breaks” himself. 

He goes through the employment and instruction de- 
partments and receives the same training as other 
trainmen. If he is courteous, accurate and safe, he will 
build up an efficiency record that brings him a cash 
bonus of $5 a month or $60 paid at Christmas and puts 
him in line for an additional cash prize. If he is dis- 
courteous and careless, he soon lowers his record to the 
point of only 75 per cent efficiency, and that is automatic 
dismissal. 

When a new trainman enters the company’s employ 
he serves a probationary period of three months. Then 
he starts an efficiency record with a rating of 100 per 
cent. He does not participate in the cash bonus until 
he has, been in service six months. 

A trainman receives demerits for such offenses as 
discourtesy, derailments, running ahead of time, negli- 
gence at fare box and untidy appearance. A regular 
schedule of demerits is prepared governing the most 
common offenses. The demerits range from five to 
dismissal from service. Each five demerits or credits 
count as 1 per cent. 

Credits are given for accuracy in reports, suggestions 
for betterment of service, special attention to students 
and reports of particular courtesy and safe operation. 
If a trainman goes through a month without marks 
against his courtesy and safety record he receives 10 
credits for each, or an increased efficiency rating of 4 
per cent. It will be noted that if a trainman merely 
follows an even course, keeping clear of demerits but 


not being reported for any special acts of efficiency, his 
record will build up month by month because it has 
been clear in safety and courtesy. - If a man is off duty 
more than half a month he does not receive extra credits. 

The office records are balanced monthly. Each 1 per 
cent below 100 per cent means a reduction of 25 cents 
from the month’s bonus. A trainman whose record 
stood at 96 per cent at the end of the month would be 
credited with $4. A record of 85 per cent would mean 
only $1.25 bonus, and a balance of only 80 per cent 
would mean no bonus for that month. 

The efficiency records date from Nov. 30 to Nov. 30, 
and the bonus is paid on Dec. 15, so that trainmen may 
have the benefit of the money before Christmas. In 
addition to the $60 regular bonus, special prizes were 
awarded in the past two years to some of the “top- 
notchers” of the five carhouse divisions. Extra prize 
money ranging from $10 to $100 was received by the 
ten top motormen and ten top conductors of each divi- 
sion and by the ten top safety car operators.” The 
regular monthly bonus in 1922 totaled $91,011.51 and the 


MATTER PRINTED ON UPPER PART OF RECORD CARD 


CAUSES FOR CREDITS 
(Each five credits to count 1 per cent on record) 


Li Accurate daily “reports. fie eis oc <usterere ciel ee cieie eas 5 
2. Clear record for one month for courtesy and safety 

CLO. .ckedits: cach) 2e nc c3 «ais -astcle baste etenctenebaes ee teorein aac 20 
3. Exceptional act to prevent accident or injury........ 50 
4, Practical suggestion as to betterment of service..... 5 to 15 
5. Reported dangerous conditions and practices........ 10 to 30 
6. Special care in preparation of accident reports set O't0.80 
i; Special attention to students). « as61ateiselas « Beevers ae 
Roe MISSellANeOUS Aas rie 'eue tt solessteceierde Mi etareimenetiuene erarauiricier state 


CAUSES FOR DEMERITS 


(Bach five demerits to count 1 per cent off record. Demerits are 
charged only when the trainman is considered to be at fault) 


1., Diseourtesy 16 PAasSeNSers.. us. ovis bs vam ees sruay dele 10 to 50 
2. Collision of cars; collision with vehicle or person....10 to Dis 
8. Injury tO DASSENEEPS ONACAT orale tees icisd ole apg nil taeia a) srh eae 10 to 30 
Ae SECD, ACCHAOME® «, sah .a/s' slap ina "aye six Weciate an eitelalimtel alas Siahaveldsle 20 

5. Derallments, ANd. SpIEVS WATCHES na suels we ei sietalereye ciate 10 to 30 
6. Ejectments, disturbances and disputes ............. 10 to 30 
7. Carrying passengers past destination............... 10 to 20 
S SPassing UP PARSENEETS oa\.,x/e'vinte sleteta nite isin vel= steele auele 10 to 20 
Oo lWathire tol report. aecident. a Asics oetater 96 ste wa lene 50 

10. Starting or backing up without signal.............. 40 

Pi BIGEXSiVG: SDOOG's v.40 <! orate n twine saetepoeeteray soe exe ls teioley etal s 40 

io: sRimnning ahead Of stime s.tiais sw cote s ecnal viele wsin tere sie siets LO tO 50 
13. Failure to make prompt report of day’s receipts..... 10 


{4 TWailune tol Collect: faresre) ic i.< a. sete eheta dele sia cetlereieteiatss 10 to 50 
15. Negligence in operation of fare boxes.. 

16. Failure to account for fares collected.... 
17. Failure to turn in lost articles promptly. 
18. Failure to report condition of cars ...... 
19. Failure to make safety stop........ 
20, Failure to observe danger signals... 


91. Failure to observe crossing. ruleS............-.e.-.08- 5 to 30 
22. Improper operation of block lights................. 25 to 50 
OF. Thaxity: in. calling streets. Lae swapetmts are dorsi ae eee 5 to 20 
4. heaving ear YUnattended=> ..to~.2 vase any © en) nae viiielel die 10 to 30 
25. Leaving terminus ahead of schedule................ 10 to 50 
DG: MISHOGs TOLLS %ac0i ers ode. br -pat atstore: uze Savin t/ sim Ebel eras etwas 10 to 30 
27. Oversleep .......++- ee teeeesereee See ea --10 to 50 
23, Absence from duty without permission.............. 50 or Dis. 
29, Absent account of sickness without notifying office... 5 to 30 
30, Permitting money to accumulate on inspection plate. 5 to 30 
Ste, Wiolatine VOR) SPAlCs peas mainte ssotnln e ofele eieinians siniepn 4) 200, 10 to 30 
32. Smoking while ON Car ..-.ee eee ee eee ese e eee cues 10 to 25 
22 Committing, NUISATICE: ch ied «wisiaie ose sare s pluie eels @ ojo. cbiore 10 to 50 
SA. EINE Y APVEATAMCE: . shawls c uslee sis gs bgiaiiae «gids ele bale « 10 

35, Visiting with motorman while car is in motion...... 10 to 30 
36. Improper feeding controller ..........scsesseveese 10 to 30 
tr” LATA BUITE APSONUGD, Farle Sacngna one acer aeumnonnty ait teens oh? os 10 to 30 
bso NASD NIETO CES: sw idieik 2 vie Donk ie hala [ala By rele ie 8 ecals hare © 5 to 50 
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special prizes were $3,905, making a grand total of 
$94,916.51. Checks were given to 1,830 trainmen. On 
Nov. 30 last, when the records for the year closed, 2,369 
trainmen were in service. 

In picking the 110 men for special prizes, the officials 
considered general attitude of a man*toward his job, 
willingness to help in an emergency, and other factors 
that do not necessarily show in percentages on a train- 
man’s record. 


How THE RECORDS ARE KEPT 


The majority of reports for credits and demerits 
come from company operators riding the cars to observe 
service conditions and from supervisors. Various de- 
partments, such as the safety bureau, frequently rec- 
ommend credits or demerits in cases coming to their 
attention, and a goodly number of credits are given on 
reports made by the trainmen themselves. 

The recommendations for credits and demerits are 
first passed upon by the transportation department of- 
ficials. They dre then given to the clerks who enter the 
marks pn the record cards. There is a card for each 


Notification of Credits 


It is a pleasure to advise that you have been awarded 
a a eredits under Classification shown here below, as 
per list of Causes for Credits and Demerits posted at your 
Division. Should you desire further information as to the 
report upon which this action is based, you may obtain it 
by consulting your Division Superintendent. 


Classification No Date Occurred 


Supt. of Operation. 


The Efficiency Record Is Kept on a Card, and Each Trainman Is 
Advised of Any Change in His Efficiency Record 


employee. It is 8 in. x 11 in. and is known as his 
“Efficiency Record.” The upper part of a typical card 
of this kind, to indicate the way in which the records 
are kept, is reproduced on page 721. 

With every entry of credit or demerit a notification 
slip is sent to the trainman affected. The slip for credit 
is printed on pink paper, with the wording as printed 
above. 

The notification slip for demerits is printed on green 
paper and is very similar to that for credits except that 
the body of this reads: “This is to advise you that 
demerits have been placed against your record 
under classifications shown here below, as per list of 
causes for credit and demerit posted at your division. 
Should you desire further information as to the report 
upon which this action is based, you may obtain it by 
consulting your division superintendent.” The company 
also uses a yellow notification slip called “Notification 
of Cancellation of Demerit.’”’ This reads: “This is to 
advise you that demerits assessed against your record 
under. date: of: us. swe eres Classification No. 
have been canceled. The cancellation of demerits places 
your efficiency atinirG.ceeee ek per cent.” 

Duplicate record cars are kept at each division. The 
division superintendent may administer demerits for 
certain offenses such as missing out or being absent 
without leave. Having duplicate record cards enables 
him to impose demerits in keeping with the offense. 


ee eeee 


see e ee 


ELECTRIC RAILWAY JUOURNAL 


Vol. 61, No. 17 


Repeated offenses draw heavier demerits than first 
offenses. 

A trainman has the privilege of appealing demerits 
to the assistant superintendent of operation, the super- 
intendent of operation, the manager of transportation 
and even to the general manager. 


SYSTEM STARTED THREE YEARS AGO 


The merit and bonus system was established by the 
Los Angeles Railway on April 1, 1920, at a time when 
industrial conditions were upset with the after-war 
adjustment of business. There was considerable skepti- 
cism among some of the men who prophesied that the 
demerits would always exceed credits and that little 
bonus money would actually be paid. What little preju- 
dice remained at the end of 1920, was dispelled when 
bonus payment for the eight months equalled a total 
of $58,605.75. 

New trainmen are told about the actadis of the merit 
and bonus system when they apply for employment. 
It is presented to them solely in the light of special 
reward for special endeavor and not as a Christmas 
present. It becomes a business proposition to bring out 
the best that is in a man. To the company it is an 
investment in good service which pays big returns. 

As stated in the first place, the Los Angeles Railway 
does not claim to be developing supermen of the street 
railway industry, but it has raised the standard of 
morale and efficiency of all to a point conceded by all 
in authority to be the highest in the history of the 
company. 


Berlin Rapid Transit Conditions 


HE total railway traffic in Berlin in 1918 amounted 

to about 1,570,000,000 passengers, divided among 
the city’s own surface lines, the privately owned ele- 
vated and subway, and the Stadtbahn and Ringbahn, 
owned by the state. Of this number of passengers, 
1,056,000,000 used the surface lines, 117,000,000 the 
subway and elevated lines and 395,000,000 the govern- 
ment-owned Stadtbahn. Today these figures have 
changed entirely. Stadtbahn passengers now number 
about 746,000,000 a year, while only 520,000,000 ride 
on surface cars, and the traffic on the subway and ele- 
vated lines has remained almost stationary. This 80 
per cent increase in the traffic of the state-operated 
steam trains, which supply a sort of rapid transit serv- 
ice on an elevated structure or in open cuts in Berlin, 
results in a very dangerous crowding on the platforms 
and trains. 

This great change in the distribution of travel is due 
to the fact that these government lines have not in- 
creased their fares to anywhere near the extent of the 
local lines. In consequence they charge a very low fare, 
which is made possible by a considerable subsidy from 
the Prussian Government. The street railway system, 
on the other hand, is operated by the city and is passing 
through strenuous times in the effort to become self- 
supporting. To reduce expenses the headways have 
been greatly lengethened, much unprofitable night serv- 
ice has been cut out and one-man operation has been 
introduced to a considerable extent. At the same time 
fares have been increased until, in February, 1923, the 
single fare was 200 marks, with 100 marks extra for a 
transfer. This, at the pre-war rate of exchange, would 
be equivalent to $50 for a single ride with $25 extra 
for a transfer. 
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New Shops for Toronto 


More than $2,000,000 Is Being Spent on Shops, Office Building and 
Storehouse for the Toronto Street Railway System—Full 
Particulars of the Shop Layout Are Given 


NE of the important improvements under way 
() by the Toronto Transportation Commission for 

the Toronto Street Railway is the erection of 
new~repair shops. 

Before the road was taken over from the Toronto 
Railway Company in 1921 it was evident that new 
shops would be required in the very near future. The 
buildings which housed the repair work of the system 
were so dilapidated physically, so antiquated in their 
layout and so inadequate in size that they were obvi- 
ously of little or no value to the combined and enlarged 
system, operating with the larger and newer type of 
rolling stock. It was only natural that the company 
whose franchise was expiring should not make any im- 
provement in the shops when it had only a short time 
to enjoy the advantages of it. This condition, however, 
made the erection of new shops the more imperative 
when the property was once taken over. 

The old shops and stores, which are still in use pend- 
ing the completion of the new buildings, comprise four 
main units, namely: (1) A one-story building contain- 
ing the truck and motor shop, the blacksmith shop, the 
machine shop, the brass foundry, the armature shop and 
the electrical shop; (2) a three-story building, located 
a block away, for car body repairs, with an elevator to 
raise the bodies from floor to floor; (3) a storehouse, 
and (4) a paint shop, which is located 24 miles from 
the other units. 


SITE AND ARRANGEMENT OF NEW SHOP 


The new shops are located fairly centrally to the 
system and will be more so as the city expands. The 
site is at the corner of Bathurst Street and Davenport 
Road and was without buildings when purchased. It 
measures 930 ft. by about 950 ft. and contains 22.24 
acres. It is served by a railroad siding. Besides the 
shop, a storehouse will be erected on this plot to serve 
both the Toronto Street Railway system and the Toronto 
Hydro-Electric system, with a view to economy in both 
capital and operating accounts. 

The shop layout comprises a main building which 
includes all shops concerned with the repair of the cars. 
The area of the main building is 186,560 sq.ft., which 
is equivalent to approximately 156 sq.ft. per car, based 
on a 1,200-car system. A general stores building, an 
office building, a boiler house, a coal and ash handling 
plant, a garage and various subsidiary buildings such 
as oil stores, scrap bins, etc., are also provided for. 

The single-unit plan, as adopted for the main build- 
ing, includes the following departments: (a) Wood- 
working shop, (b) erecting shop, (c) paint shop, (d) car 
painting shop, (e) truck shop, (f) motor shop, (g) 
forge shop, (h) machine shop, (i) armature shop, and 
(j) a controlling department, called “free stores.” 

The main building as designed is a one-story struc- 
ture with a steel frame and brick walls. The roof is 
of precast gypsum and is of the sawtooth type with 
fixed monitor sash giving a north light. The floors are 
of concrete, wood block or mastic, as is most appro- 


‘priate, and the inspection pits are of concrete framed 


on steel columns and beams. The heating is an indirect 
hot air system except in the paint shop, where direct 
radiation is provided. A complete system of automatic 
sprinklers is provided throughout the building and a 
system of fire hydrants throughout the adjacent yard. 
As an auxiliary supply for fire purposes, a 100,000-gal. 
tank is to be built. 

The main building is divided by a covered transfer 
table runway to facilitate the moving of cars, and the 
general working of the shop may be classified under 
the following headings: (1) Repair and overhaul of 
rolling stock, (2) repair and overhaul of parts and ma 
terials received from the operating divisions, (3) manu- 
facture and assembly of car and truck material for 
stock and (4) miscellaneous orders for departments 
other than the rolling stock department. 


ROUTING OF WORK 


The general routing of the work, considered under 
the headings mentioned above, is as follows: 

A car for general overhaul enters the shop at the 
south door at the west end of the transfer table runway 
and is moved to the west set of car hoists in the erect- 
ing shop. Temporary trucks replace the permanent 
trucks, which are removed and transferred to tracks in 
the truck and motor shop for overhaul. Motors are 
removed and sent to the armature shop. The car body 
is then sent to the erecting shop for body overhaul, 
thence to the washbay and car paint shop, and thence 
to a car hoist at the east end of the motor shop. The 
rebuilt trucks then replace the temporary trucks, which 
are returned to one of the tracks in the erecting shop. 
The car then goes to the paint shop, where the trucks 
are painted, and then via the transfer table to the west 
end of the shop and out by way of the north door. If 
cars are sent to the shop for accident repairs the routine 
described is varied according to the damage. 

The second division of the work mentioned above is 
the repair of parts. Materials and parts from divisions 
for repair will be received in the “free stores” depart- 
ment, where they will be registered and tagged for the 
shop. The parts and material are then sent to the 
proper department as work on the machines permits. 
When finished, the part is returned to the “free stores” 
and sent back to the division or to the general stores 
building as directed. 

Requisitions or orders for new work for stock are 
sent through the “free stores,” and materials on these 
orders are sent out through the “free stores.” Under 
this part of the work comes the ordering of parts from 
one department to another. These orders and the fin- 
ished article will be handled through the “free stores.” 

The employees’ entrance is at the east end of the 
building south of the transfer table runway and is under 
control from the watchman’s room opposite. Adjacent 
to this entrance is the lunch room. Banks of wash 
basins are located at the east end of the locker rooms, 
and the toilets are located on galleries above. A section 
at the extreme east of the shop is provided for buses. 

The boiler house will be located just west of the main 
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building and will be of brick with a steel frame. It is 
connected to the main building and the general stores 
building and office by a tunnel through which the steam 
pipes will be conducted for the heating of all buildings. 

The general stores building will be a reinforced con- 
crete structure of flat slab type with brick walls and 
steel sash. It will be sprinklered throughout and will 
be heated by steam pipes brought from the main boiler 
house through the tunnel mentioned. At present this 
building will be three stories in height, with a basement, 
but the foundations will be ample to carry four addi- 
tional stories when required. The total floor area in 
the general stores building, as designed, is 132,600 sq.ft. 

The office building will accommodate the superintend- 
ent of rolling stock and his staff and will include a first 
aid room and an employment office. It will be a two- 
story brick building with steel frame and wood floors 
and will be located just north of the main entrance to 
the property. 
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The estimated cost of the project, excluding land, is 
as follows: 


Buildings 
Trackwork and‘ overhead........sss0. 
Equipment 


v0 ¢.d ste lallel We wermeds al BTSs baa eealane ates $1,660,000 
220,000 
200,000 


$2,080,000 


The work of construction has been begun and it is 
estimated that the shops will be completed and in service 
before the end of the present year. 

Before deciding on the present plan the commission’s 
engineers made an extensive study of various shop lay- 
outs and visited the shops in Cleveland, Montreal and 
Detroit. A general plan, as developed by Jackson & 
Moreland in connection with the city’s case in the arbi- 
tration proceedings for the purchase of the Toronto 
Railway, was also made available to the commission, 
and the services of C. A. Remilius were utilized in con- 
nection with the general layout and equipment. 
SS 
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General Plan of New Repair Shops, Toronto Street Railway, Now Under Construction 
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Pulverized Fuel Plant at Providence 


The United Electric Railways Is Making Power Plant Improvements to Cost Upward 
of a Million Dollars—New Boilers Equipped to Burn Pulverized Coal Are 
Being Installed in One-Half of the Boiler House 


operates all electric railway lines in Providence, 

Pawtucket, Bristol, Woonsocket, Warren and more 
than fifteen other municipalities. Since the reorganiza- 
tion of the property in July, 1921, following a receiver- 
ship, many improvements have been inaugurated, to 
cost ultimately several million dollars. A fair share 
of the amount will be spent on the company’s power 
system, which is taxed to supply the constantly in- 
creasing demand for power. The company supplies at 
present approximately 95 per cent of the power used for 
its railways and will, on completion of certain exten 
sions to its system now in progress, supply over 99 
The net energy production for 1923 will 
amount to about 70,000,000 kw.-hr. 

The company’s power plant is located in Providence. 
It will have a capacity of 50,500 kw. after improvements 
now under way are completed. The plant was excellent 
for its day, but was outgrown both as to capacity and 
style of equipment. When the situation was explained 
to the directors, who through their committee on power 
matters keep in close touch with details in this depart- 
ment, they unanimously approved a comprehensive plan 
of rehabilitation involving the scrapping of $600,000 
worth of obsolete apparatus, representing 8,000 kw. of 
capacity, and the expenditure of more than $1,100,000 
for new. Work now under way and planned for 1923 
construction on transmission and distribution lines, 
substations and signals will bring this total to nearly 
$1,750,000. 

The superseded equipment included four old engine 
two of 1,500-kw. capacity with alternating- 


‘[ United Electric Railways, Providence, R. I., 


direct-current generators, together with piping and 
auxiliaries of various kinds; also 2,080 hp. of B. & W. 
boilers having cast-iron headers. These boilers com- 
prised one-quarter of the sixteen 520-hp. units which 
made up the boiler plant-and which were arranged in 
batteries of two on two decks. 

The improvements consist of the installation of an 
18,000-kw. turbine unit with auxiliaries, three new 
boilers with auxiliaries, equipped to burn pulverized 
coal, together with numerous changes in the layout, 
including the provision of a machine shop in the power 
plant building, all of which will be covered in a later 
article. 


Wuy CERTAIN DETAIL SELECTIONS WERE MADE 


The plant, as remodeled, has been laid out to secure 
the best results as regards both capacity and economy 
with the coal now used, namely, good bituminous coal 
of 14,000 B.t.u. heating value. At the same time the 
furnace design was so arranged as to permit burning, 


‘with more or less reduced capacity and economy, poor 


grades of fuel, including even anthracite if. found eco- 
nomical. Provision has also been made for burning oil 
in the same furnaces. 

A pressure of 300 lb. at the turbine was selected in 
order to secure the thermal benefits of reasonably high 


4 


pressure without incurring excessive cost of the turbine 
and of high-pressure auxiliaries and pipe fittings. 
With the boilers selected it will be possible to go to 
325 lb., and the regular operating pressure of the boil- 
ers will probably be from 315 to 320 lb., allowing for 
pressure drop between steam drum and turbine throttle. 
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Vertical Section of the Boiler Plant, Simplified to Show 
Essential Elements 


With the pressure determined, a superheat of 175 
deg. followed naturally because a total temperature of 
about 600 deg. was thought the maximum desirable to 
assure as large a degree of freedom as possible from 
plant maintenance trouble and expense, although in 
actual operation the temperature may go somewhat 
above this at the high rating possible with the furnace 
design selected. It will, however, even in extreme cases, 
be well below what is considered the outside limit of 
700 deg. 

One of the ruling considerations in the new boiler 
layout was the shape of the boiler house and the loca- 
tion of the building columns. A vertical or upright 
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type of boiler was selected because it fits conveniently 
into the building and also lends itself well to the provi- 
sion of the necessary large combustion space for the 
burning of pulverized fuel. It was impossible to use 
any large single-set horizontal-tube boiler of about the 
same horsepower because of building-steel interferences. 

The preference was for singly set boilers to avoid the 
middle wall required with the battery arrangement, and 
because it was desired to have them accessible all 
around. The objection to the middle wall is the diffi- 
culty of cooling the refractory satisfactorily at high 
ratings. With the single setting, provision has been 
made for cooling of the walls with air. As large a 
boiler as possible was selected that would still leave 
reasonably ample passage space between units. Bigelow- 
Hornsby 1,266-hp. boilers, approximately double the size 
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cooler steam is in contact with the cooler gases and a 
greater heat absorption in the superheater results. 

A Foster steel-tube economizer, having a heating 
surface two-thirds that of the boiler, is mounted di- 
rectly back of each boiler, taking out the gases at a 
point about midway of the boiler height. 

Near the bottom of the combustion space is a water 
screen divided into sections, each section connected at 
one end with the top and the other end with the bot- 
tom unit drum of the third row of unit sections of 
the boiler. This serves to precipitate part of the dust, 
preventing the formation of slag, while absorbing some 
heat of combustion. Below the water screen are hop- 
pers from which the deposited ash dust will be removed 
through power-operated gates into a scraper conveyor 
moving in a trench filled with water. At the rear of 


+ 


CL Feeders ¥ 4 
cL Collectorsy 4 


| _------ C.L. Feeder and 


C.L.Mills and Motors ~~ Bin OPES 
CL Exhausters* — 8 
bie his Lid SMI No3 “Mtl Nod 


Plan Designed Particularly to Show Pulverized-Coal Equipment 


of the Bigelow-Hornsby boilers installed in 1914, were 
selected. Three of these boilers are being installed 
now and provision has been made for a fourth. 


BOILER WALLS WELL VENTILATED - 


The boilers are hung from steel girders mounted 
between the building columns. Where necessary these 
were reinforced at the bottom with a heavy concrete 
envelope cast integral with the floor mat. The boiler 
walls are of steel plate lined first with “‘silocel” brick 
carried on horizontal structural steel H-sections at- 
tached to the sheet steel about 2 ft. apart. The 
refractory lining is mounted, a short distance away, 
inside the wall, to which it is attached by special fire- 
brick shapes and iron clamps supported by the H-sec- 
tions. Horizontal courses of these special shapes at 
the levels of the H-sections form air ducts which lead 
from the back of the bridge wall and from the sides 
of the boiler to the front, where they discharge into 
the combustion space. 

Between the front and rear sections of the boiler 
a Foster superheater is mounted. This is connected 
with the steam drum in such a way that the steam 
enters at the back of the superheater, giving rise to 
the term “counter-current” superheater. Thus the 


the boiler smaller hoppers are provided to catch dust 
that gets through the boiler tubes. 

The Lopuleco system of pulverized coal buries is 
being installed in accordance with an arrangement 
mutually devised by the engineers of the Combustion 
Engineering Corporation and the United Electric 
Railways. 

The boiler house, having been built high on account 
of the previous double-deck boiler arrangements, pro- 
vided sufficient space for installing the entire equipment 
inside the main boiler-plant building. The original 
reinforced concrete bunker built close under the roof 
was retained but was divided by partitions into three 
sections in which different kinds of coal can be stored 
if desired, thus allowing the making of predetermined 
mixtures at will as the coal is passed by gravity from 
the bunker through chutes to the driers, of which two 
are now being installed. One drier is over and between 
boilers 1 and 2, the other between boilers 2 and 3, and 
a third will be added when boiler 4 is installed. Through 
the driers will be drawn some of the flue gases after 
leaving the economizers. 

From each drier the fuel will be fed to a pair of 
pulverizers, which are Raymond mills, from which it 
will be lifted by an exhaust fan to cyclone separators 
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high above. There are four mills now going in and 
there is sufficient space for two more mills if required. 
By a system of cross-connection pipes between sep- 
arators and pulverized coal bins two separators will 
discharge into two bins and two into three bins by 
gravity. From each separator a pipe leads to one or 
the other of the two coal driers to permit removal 
of excess air from the separator systems. The air 
ultimately will find its way to the main stack through 
the fans which draw the flue gases through the driers. 

From the separators the fuel will fall into bunkers 
of about 60 tons capacity each from which feeders, 
driven by Reeves variable-speed motor drives, will con- 
vey the coal through pipes to the burners. ‘There are 


Cross-section of Burner and Mounting 


four double feeders to each boiler, each feeding two 
burners. Air for the feeders will be supplied from 
fans installed near the main floor level and drawing 
their supply from a duct so located as to draw cooling 
air through air spaces in the hopper bottoms. 

Draft for the furnaces will be furnished by a brick 
stack 312 ft. high by 16 ft. in diameter, and by 10-ft. 
induced-draft fans, one for each economizer and boiler. 
The fans, driven by geared turbines, are mounted in 
the space behind the boilers and above both the econ- 
omizers and the main flue. Up to 300 per cent of 
loading the flue gases will pass through the econ- 
omizers; for higher ratings they will be bypassed. 


TWIN CONDENSERS PROVIDED AS OPERATING ECONOMY 


The turbo-generator unit, which is about ready for 
operation, is of General Electric make. The turbine 
is designed for 20,000 kw., the generator for 18,000 
kw., this arrangement being well adapted for handling 


‘the short evening peaks characteristic of the railway 


load of the system. 

The turbine is supplied with Westinghouse-Leblanc 
twin condensers, designed to provide for operation at 
high efficiency with different loads on the turbine and 
to give maximum flexibility in operation. If neces- 
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sary, one-half of the condenser can carry the load in 
off-peak hours, and the load during several hours after 
midnight will require but one-half for best economy. 

Each half of the condenser is individually driven by 
a steam turbine. The two halves are set at an angle, 
the shafts converging so that a motor set in the angle 
can be connected either to one condenser or the other 
by turning it on its foundation. This is an operation 
requiring a comparatively short time. 


OTHER IMPROVEMENTS UNDER WAY 


The decision of the board of directors of the United 
Electric Railways to invest such a substantial amount 
in rehabilitating its own power plant is of interest 
at this time when a number of railway properties have 
adopted the opposite policy of purchasing power from 
central stations. 

In addition to the above-described work there are 
now under way, or otherwise planned for construction 
in 1923, power-system improvements involving new 
substations, transmission lines and distribution circuits 
both overhead and underground, as well as a track 
circuit block signal system on about 8 miles of high- 
speed road. The task of handling the large amount of 
additional engineering and construction work required 
has been met very largely by the company’s own engi- 
neering staff and construction forces, additional men 
having been added to its organization from time to 
time as conditions required. W. C. Slade, superintend- 
ent of power and lines of the United Electric Railways, 
is in charge of the power-system changes, while H. W. 
Sanborn, chief engineer of the company, is in charge of 


_ all building and structural-steel work involved. A. S. 


Davis, assistant superintendent of power and lines, is 
in immediate charge of the construction work in prog- 
ress in the generating plant and is being aided by J. C. 
Millard of the engineering staff. 

This article is of a preliminary nature and aims 
merely to give the salient features of the new parts of 
the plant. When it is complete a more detailed and fully 
illustrated account will be given, followed in due course 
by operating data. 


Massachusetts Superpower Act Should 
Encourage Railroad Electrification 


OV. CHANNING COX of Massachusetts has signed 

a bill permitting electric companies to unite in 
financing and building generating stations and the nec- 
essary interconnecting transmission lines and equip- 
ment. The Department of Public Utilities will maintain 
its usual regulatory interest in the financing and devel- 
opment of installations under the act. 

The bill was brought before the present session of the 
Legislature in the interest of several New England 
rower companies. It is proposed that the Montaup 
Electric Company be formed primarily to develop a 
power project on Mount Hope Bay, Fall River. A 
generating station will be built to have an ultimate 
capacity of 200,000-kw., with an initial unit of 30,000- 
kw. The first outlay will be about $5,500,000, which 
will cover this unit and a part of the transmission lines. 
The design and construction will be handled by Stone & 
Webster. 

This plant and its connections will, no doubt, play 
a part in the electrification of railroad lines in New 
England when conditions otherwise are favorable for 


such a step. 


728 ELECTRIC 


Joint Service Widens Interurban 
Freight Field 


Ohio and Michigan Lines Have Entered Into Joint 
Overnight Freight Service and Have Secured 
Considerable Freight Business Not 
Heretofore Available 


HAT gives promise of bringing a large increase 
in the volume of freight business handled by the 
electric railways in the central territory is a plan that 
has been developing during the past year of establishing 
joint service with connecting interurban lines. The 
co-operative movement began in April, 1922, when the 
Northern Ohio Traction & Light Company entered into 
an agreement with the Cleveland, Southwestern & 
Columbus Railway, the Cleveland, Alliance & Mahoning 
Valley Railroad, the Stark Electric Company and the 
Pennsylvania-Ohio Electric Company for.a joint freight 
service in northern Ohio. The Detroit & Cleveland 
Navigation Company and the Cleveland & Buffalo 
Transit Company, both steamboat lines. and the Lake 
Shore Electric Railway subsequently adopted the plan. 
Recently the Detroit United Railway joined the 
arrangement, which gives connection for the Ohio lines 
into various Michigan cities, including Detroit, Jackson, 
Flint, Pontiac, Port Huron and other points. Similarly, 
more recently the Columbus, Marion & Bucyrus Railway 
and the Columbus, Delaware & Marion Railway have 
entered the plan, and service to Buffalo and inter- 
mediate points has been arranged by way of the Nickel 
Plate Railroad. 

The outstanding features of the new service are the 
convenient loading points and overnight delivery. For 
example, freight reaching the Cleveland station during 
the day or evening is delivered at its destination the 
following morning. Through freight trains leave Cleve- 
land nightly for the more important points, and a local 
way freight train handles the traffic to intermediate 
stations. 

An attractive card describing the character of the 
service rendered has been sent by first-class mail to all 
shippers in the territory. The rates on all classes of 
freight are the same as charged by the steam railroads, 
and flat rates are offered for carload lots. 

At first the shippers did not “fall over themselves” 
in the rush to utilize this feature of electric railway 
service. A few of them, however, liked the “overnight 
delivery” idea, and tried it out. Then the word passed 
quickly among the shippers that the new freight service 
was fast, that the loading point was advantageous, that 
care was exercised in loading and unloading, and that 
the “overnight delivery” was real. 

At the time the Northern Ohio Traction & Light 
Company entered the freight business it had been doing 
for some time an express business under the title 
“Electric Package Agency.” The officials of the com- 
pany were a little skeptical about the new venture. It 
was feared that perhaps the business would be all in 
one direction. However, the existence of the package 
express business made it possible to try the more ambi- 
tious freight-handling scheme without any additional 
heavy investment. The company had eleven motor cars 
and four trailers, and four more trailers were imme- 
diately bought and put into service. During the first 
month about 17,000 freight car-miles were operated 
with gross earnings of $8,824. 
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Operating expenses, however, were greater than rev- 
enue, and April showed a loss of $1,500, but when it is 
remembered that no business was obtained by personal 
solicitation and that the 5,000 tons carried in the first 
month was attracted simply by the high quality of the 
service offered, it will be seen that the experiment ap- 
peared promising from the very beginning. 

Experience amply justified this expectation. At the 
end of the first six months the small deficit had become 
a monthly profit of $8,000, and six more trail cars 
had been ordered to take care of the increasing volume 
of traffic. The comparative figures for April and October 
are interesting. They are given below: 


Per Cent 
April October Increase 
Motor cara. . ...2<./j0s0.a et anata ee 11 II 
Pratlera:: <> ys FG. ee reese 8 
Motor car-miles.. . . De Sart ord NAA 10,560 19,289 83 
Trailer oar-miles.;, . /,.). naw eae eae eee ee 6,659 10,799 62 
CSE-DOUTA s y-0-555.05 Siemde sb gt Oe eee 1,084 1,857 72 
TODNAEE ...v s.5 0-s.a-0r¥a cp re eae rea 5,108 11,926 133 
Gross earnings; . o. co. 0. a ae ee oat $8,824 $29,567 236 
Ratio operating expense to gross revenue, per cent 117 71 *46 


* Decrease. 


It has not been possible to increase the volume of 
traffic very much in the past few months because the 
capacity of the equipment was almost reached last fall. 
But recently, fourteen new freight cars, including two 
motor cars, and two specially built trailers for handling 
milk have keen purchased for May 10 delivery. Also, 
two of the older, large passenger cars have been rebuilt 
for this freight service. 

Nowadays the Cleveland freight house of the North- 
ern Ohio Traction & Light Company is frequently 
jammed to the doors and shipments have to be piled 
outside for want of space inside. Shippers seem very 
desirous of having their consignments handled over the 
system, but the company has reached the point where it 
can no longer take on additional business. As soon as 
more trail cars have been secured it will be possible to 
accommodate the growing demand for transportation. 

Despite the remarkable increase in freight business, 
none of the express business has been lost. The latter 
amounts to about $20,000 a month, and if the freight 
revenue is taken at approximately $30,000 monthly, the 
total income from this service is now $50,000 a month 
or $600,000 a year. 

The additional investment required has not been 
large. Four trailers purchased in the very beginning 
cost about $21,000. A freight house was built in 
Ravenna and some additional track laid; another freight 
house was built in Barberton with some new track. 
Massillon and Dover have had new freight depots, and 
the company spent $5,000 on the Cleveland terminal. 
Altogether the investment required during the period 
for which the revenue figures are quoted did not exceed 
$50,000. 

Among the other companies included in the joint 
arrangement the success of the plan has been equally 
marked. The Pennsylvania-Ohio Electric Company, for 
example, reports that the tonnage carried increased 177 
per cent during the first six months, while the car- 
hours operated actually decreased. The particular 
advantage of the joint arrangement is that each road 
is able to accept freight, particularly carload lots, from 
points on its own line for points on other lines. This 
part of Ohio is a thickly-settled region with a great 
diversity of manufacturers, and there is a yast amount 
of freight business which does not lie wholly within the 
territory of any one railway. But under the present 


ye aap, 


oo) eee ee oS Le aya 


— ee 


ging. 


April 28, 1923 


arrangement, whereby the several systems are tied to- 
gether for the purpose of giving through freight 
service, it is possible to accept shipments for almost 
any point from Buffalo on the north, New Castle, Pa., 
on the east, Columbus, on the south, and Jackson, on 
the west. 


REBUILT PASSENGER CARS USED FOR FREIGHT 
oN NN. O. T. & L. 


It was found economical and practical by the N. O. T. 
& L. line to rebuild two of the large 60-type interurban 
ears for freight service. These cars were selected 
because they were the strongest of the large old inter- 
urban cars. The sides of this type of interurban car 
are reinforced with a 20-in. x 3-in. steel plate running 
almost up to the windowsills. This reinforcing is in 
addition to the heavy wooden undersills and trusses. 

It was found necessary to cut this plate at the center 
of the car for the side door. Large aisle posts were 
put in beside the doors and an overrunning truss was 
added to both sides. This resulted in a car more capable 
of carrying a load of 50,000 lb. evenly distributed. 
M.C.B. radial drawbar couplers were put on the car and 
anchored to heavy steel plates. The gearing of the 
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The Latest in Articulated Cars 


HE Woodward Avenue line, Detroit, has the dis- 

tinction of being one of the heaviest traffic routes, 
if not the heaviest, in the country among the two-track 
surface lines. This line not only operates over the 
principal business street of Detroit, but at its southern 
end it serves the ferry to Windsor, Ont., and near the 
northern end is an extensive residential district and 
also the principal factory of the Ford Motor Company. 
Car service at present is given by two-car trains, con- 
sisting of a motor car and a trailer, operating at close 
intervals all through the day, but even these are hardly 
sufficient to accommodate the passengers who wish to be 
carried. In consequence, the management of the Detroit 
municipal railway has been looking into all methods of 
increasing the carrying capacity of the line. 

The accompanying drawing shows a three-car articu- 
lated train recently suggested and being seriously con- 
sidered. Its principal advantage is that with only 18 ft. 
additional track space this train can seat 150 passengers, 
or forty-nine more than a two-car train, which seats 
forty-six passengers in the motor car and fifty-five pas- 
sengers in the trailer. This seating capacity for the 


Articulated Three-Car Train Proposed for Woodward Avenue, Detroit 


motors was changed from 22/55 to 17/60 to provide 
greater starting torque and pulling power. 

The drop platforms were raised, making a straight- 
sill car. The rear doors were boarded up, the belt rail 
removed and the window openings covered with siding 
and sheet metal plates, extending 38 in. up around the 
entire car. The interior was sheathed all the way up the 
sides. Seats and the hot water system were removed 
and a new coal stove installed in place of the water sys- 
tem. These cars will be painted standard interurban 
red with the usual monogram, and will resemble the 
company’s latest type baggage cars. 

The twelve freight trailers recently bought, as men- 
tioned above, are 43 ft. long. It was found advisable 
to make these trailers shorter than the standard 50-ft. 
baggage trailer in use at present, as the large baggage 
trailers develop considerable trouble from overloading, 
or uneven loading. The smaller cars have been made 
stronger than the old cars. They are of 60,000 lb. 
capacity and are built to stand the strain without sag- 
The underframe is constructed of four 8-in. 


channel irons and two extra 8-in. wooden sills. Four 


_ truss rods in place of the usual two were used on these 


ears. The bolster construction was also made much 
heavier than that used under other freight equipment. 

These cars are designed more to carry freight and 
express matter but the ends have been rounded. They 
will be painted a standard interurban red on the sides 
with the usual monogram, but the ends will be painted 


- a traction orange color the same as used on the city 
cars. 


This will make them visible for a greater dis- 
tance and is done as a safety measure. 

The trucks under the cars were made by the Pressed 
Steel Car Company. They are standard diamond freight 
car trucks. 


articulated train is based on longitudinal seats in the 
second and third car and cross seats in the first car. 
The length of the train over buffers is 113 ft., as com- 
pared with 95 ft. for the two-car train. There is also 
a saving in weight, that of the articulated train being 
estimated as 86,000 lb., or 570 lb. per seat, as compared 
with 73,000 lb., or about 722 lb. per seat, for the present 
two-car train. Another advantage is in reducing the 
number of operators. Two articulated trains require 
only eight men, or four each, whereas three two-car 
trains, having the same number of cars, require nine 
men. 

As designed, the articulated train would have passage- 
ways between the different cars, the vestibule consisting 
of a vertical steel cylinder with openings in it to permit 
the passage of people from one car to another. The 
motor equipment would consist of four motors, the end 
trucks probably being the motor trucks, as this location 
would make it easier to get the motors out. It is not 
believed that any more stops would be required with this 
train than with a two-car train, because a designated 
system of stops is used on Woodward Avenue, and 
most of these stops have to be made now by the two-car 
trains. 

The designated stops average on Woodward Avenue 
about ten to the mile. The train would be run over 
loops at each end and would be single-ended. It is 
expected that a train of this kind could be purchased 
equipped for about $30,000. 


The London Underground Railways is now in- 
stalling automatic railway ticket machines in theaters 
and department stores adjacent to the Underground 
stations. 
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Railway Co-operates in 
Flood Control 


New Bridge Over Los Angeles River Is Completed by 
Pacific Electric Railway in Conjunction with 
County Board of Flood Control and 
War Department 


URING the years 1919 and 1920 the Los Angeles 

County Board of Flood Control and the War 
Department of the United States Government under- 
took an extensive program of flood control work on the 
Los Angeles River in southern California. The purpose 
of the undertaking was to confine the storm waters, 
prevent erosion of adjacent property and reduce the 
possibility of serious damage to surrounding farm 


Bridge of the 


Setting a Steel Girder for the Los Cerritos. 
Pacifie Electric Railway 


lands, such as had occurred in the past when the flood 
waters overflowed the regular channel. In the past 
ten years the stream has frequently changed its course 
during heavy storms, particularly in the district be- 
tween the bridge on the Pacific Electric Railway’s Long 
Beach main line and the point where the river empties 
into the Pacific Ocean. Numerous interruptions to rail- 
way service have resulted from this. The work under- 
taken and completed by the county and government 
consisted of widening and straightening the channel, 
constructing levees for a distance of approximately 33 
miles and installing new highway bridges. The railway 
company maintained a 1,000-ft. double-track pile trestle 
bridge over the old undefined channel at Los Cerritos, 
but as this structure did not harmonize with the im- 
provements carried out by the government, it had to be 
replaced. Thus the railway became a partner in the 
flood-control enterprise. 

The fact that the old bridge was 74 ft. below the 
grade of the present levees and was not located at a 
proper angle to the newly defined channel of the stream 
made it necessary for the railway to build a new struc- 
ture 1,500 ft. in length and to raise the level of the 
approach tracks. This involved the construction of 
1,080 linear feet of double-track pile trestle and 420 ft. 
of double-track steel spans set on concrete piers. Under 
the existing conditions it was impossible to handle the 
reconstruction of the bridge while it was in service. 
Accordingly a single-track “shoo-fly,” approximately a 
mile long with 350 ft. of temporary pile trestle spanning 
the stream and equipped with standard automatic block 
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signals, was provided in order to maintain service on 
the line. 

The new Los Cerritos bridge will cost about $275,000 
and has seven spans, using altogether twenty-eight steel 
bridge girders, each 60 ft. long, 6 ft. deep and weighing 
93 tons. The total weight of all steel in the structure 
is 630,000 lb. The spans rest on eight concrete piers 
skewed 45 deg. with the track. Each pier is built upon 
a foundation of thirty-five piles driven to a total depth 
of 38 ft. below the bed of the stream, while the piers 
begin 18 ft. below. The dimensions of the piers are: 
Base, 11 ft. 3 in. x. 45 ft.> top, 4:ft./3 my Zee 
height, 32 ft., and each contains 348.7 cu.yd. of concrete. 
On one side of two of the piers reinforced concrete 
brackets were formed to carry the trolley poles. 

Cofferdam methods were required for driving the 
piles and for placing the piers. For this particular 
job and future bridge construction the railway company 
purchased a new oil-burning steam locomotive crane. 
at a cost of $13,000. It has a 40-ft. boom, 20-ton ca- 
pacity, and is equipped for pile driving, digging, con- 
crete handling, loading and unloading and switching 
cars of material. The crane is mounted on standard 
gage railroad trucks and wheels and, including ballast, 
weighs 120,000 lb. Both efficiency and economy are 
promoted by the use of the new crane as it relieves 
motor work cars, previously used on bridge jobs, for 
use elsewhere. 


The Readers’ Forum 


Concrete Ties Satisfactory in Chickasha 


CHICKASHA STREET RAILWAY COMPANY, 
CHICKASHA, OKLA., April 18, 1923. 


To the Editors: 

I have been interested in the numerous articles which 
have appeared in the ELECTRIC RAILWAY JOURNAL rela- 
tive to substitutes for wood ties. In this connection the 
experience of our railway may be of interest. 

About seven years ago the writer began experiments 
with a concrete tie, which, after numerous changes, was 
developed into a type that, after four years of service, 
is perfectly satisfactory. The tie is of reinforced con- 
crete 24 in. long, 18 in. wide and 8 in. thick, placed 
lengthwise under the rail. ‘ 

Two ties take the place of two wood ties. Extra wide 
ties are used at joints. The rails are held to the ties 
by means of spikes imbedded in the concrete. The 
track gage is preserved by means of tie bars placed at 
the joints and midway between, and there has been no 
trouble with spreading of the track. 

We have had concrete ties in use in concrete streets 
about two years. These ties are laid under 65-lb. rail, 
and the concrete paving is filled in 6 in. deep, finished 
smooth on top, with a filler every 6 ft. The paving to 
date shows no cracks or effects of movement of the 
track. Heavy single-truck cars are used by this com- 
pany, and these, in my opinion, are more destructive of 
tracks than double-truck cars. 

On a small road like this one and located as we are, 
the freight item on ties is serious. We can buy the 
material as needed, so that the monthly outlay is not 
large. We install the ties within ten days after they 
have been made. 

The design of these ties is covered by patent. 

W. H. WADSWoRTH, Superintendent. 
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Public Opinion and the 
Steam Railroad Situation* 


\ 


By Britton I. Bupp 
President Chicago Elevated Railroads 


ITH the return of business and 
industrial activity, the efficient 
handling of the transportation of the 
country becomes a question of the grav- 
est import to every citizen. Railroad 
executives have a tremendous respon- 
; sibility resting upon them. They de- 
j serve and should have the active and 
- intelligent support of every business 
i man. 
. To an interested outsider this sup- 
port appears to be lacking. Instead of 
receiving encouragement in the great 
constructive work they are doing, the 
a railroads are being constantly criti- 

‘ eised for failing to do the impossible. 
Actual accomplishments are lost to 
sight, or greatly minimized, while fail- 
ures are magnified to such an extent 
that the public is losing confidence in 
the ability of the roads to perform their 
functions. If this state of public mind 
is permitted to go unchecked and to 
become confirmed, the results will be 
disastrous to the railroads and to the 
country. 

The reasoning business man should 
understand that prosperity and the ex- 
pansion of trade and commerce are 
definitely limited to the extent that the 
#4 railroads are able to supply the means 

of transportation. In many instances, 
however, we find his mind diverted from 
the real problem by glittering gen- 
eralities of waterways, motor trans- 
portation and other subjects which are 
oe: merely incidental. 
7 With the unthinking mass, lack of 
i confidence in the railroads takes a dif- 
ferent form, which leads directly to 
government ownership and operation. 
Although the experience of the country 
with government operation of railroads 
should be sufficient to determine future 
policies for a generation at least, it 
does not appear to have had that effect, 
for the clamor for public ownership 
and operation, although somewhat 
diminished, has by no means been 
stilled. Another serious phase of the 
present dissatisfaction with the rail- 
roads is the effect it has on the credit 
of the various companies. 

How is confidence in the railroads to 
be restored? That is the most im- 
portant problem which confronts them. 
There can be no doubt of the ability 
of the roads to give the country ade- 
quate transportation if they have the 
confidence of the people. It seems 


*Abstract of address presented at a meet- 
ing of the executive committee of the Amer- 
ican Blectric Railway Association. held in 
New York April 6, 1922. Mr. Budd was 
talking about the psychology of winning 
public approval and cited the steam railroad 
situation as an example. 


American Association News 
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equally certain that the confidence of 
the public cannot be secured by making 
apologies and explanations. 

The policy which the railroads gen- 
erally have pursued should, in my 
opinion, be completely reversed. Their 
publicity departments should stop mak- 
ing apologies and explanations, and 
tell the public some of the things the 
railroads have done and are doing. 
A notable few are pursuing that course, 
but the policy should be general. It 
should be systematic, extensive and in- 
tensive. 

There is every reason why the rail- 
roads should drop the negative and 
assume a positive position in their 
publicity and advertising. They have 
a wonderful story to tell. The record 
of accomplishments stands out so 
prominently that it commands at once 
the attention and admiration of every 
thinking citizen. It should be made 
known to every one who speaks and 
reads the language of our country. 

When the railroads were turned back 
to their owners by the government the 
extravagance and inefficiency which 
had marked government operation be- 
came fairly well known. It was not, 
however, exploited as fully and as ex- 
tensively as it might have been. The 
story of how the roads reduced the 
number of employees by hundreds of 
thousands, while at the same time they 
increased the tonnage carried, was of 
absorbing interest, and advantage 
might have been taken of the situation 
to squelch effectively the menace of 
government ownership and operation. 

They met the extraordinary demand 
made upon them following the resump- 
tion of coal mining in a manner that 
should have earned them the lasting 
gratitude of the country which they 
saved from the serious consequences of 
a coal famine. But, while they earned 
the gratitude of the people, they did 
not receive it. Instead they were criti- 
cised for not doing more, and they 
contented themselves with explanations 
of car shortage rather than in telling 


_the public what they actually accom- 


plished. 
Success BreGets CONFIDENCE 


There is nothing, in my judgment, 
which makes as favorable an impres- 
sion on the public mind as a definite 
record of achievement and of steady 
progress. Success begets confidence. 
The publie takes little interest in the 
financial troubles of a railroad, or of 
an individual. Excuses and explana- 
tions cause only irritation. An appear- 
ance of prosperity does much in the 
wav of establishing credit. 

To an outsider the publicity policy 
of the railroads would appear to be a 
plea for public sympathy. That is 
wrong psychology, in my opinion. It 
may relieve the feelings of a man suf- 
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fering with rheumatism to tell a friend 
how miserable he is, but it does not 
interest the man who has to listen. He 
would rather hear about something 
else. 

So it is in the case of the railroads 
and the public. That the roads are 
not earning fair returns on the invested 
capital is a matter that is quite seri- 
ous to railroad investors, but is only 
of minor interest to the public. 


Engineering-Accounting 


FRUITFUL meeting of the joint 

Engineering and Accountants’ Asso- 
ciations committee on engineering- 
accounting was held in New York on 
April 24. The day was spent by the 
committee in working out the details 
of such subdivisions of the items in the 
standard classification of accounts as 
would give the engineering department 
what it needs in the way of data to 
enable it to keep track of detail costs. 
The feeling of the committee was that, 
by co-operation between the accounting 
and engineering departments, such data 
can be secured as will permit the max- 
imum of economy in the carrying out of 
engineering work. At the same time it 
was realized that the accounting de- 
partment should be burdened only with 
such an amount of routine work as will 
actually prove useful. 

The New York meeting was attended 
by Chairman L. R. Brown, Rochester, 
N« Y.; E. D. Dreyfus, Pittsburgh, Pa., 
and C. R. Harte (sponsor), all of the 
Engineering Association; and Chair- 
man G. F. Dinneen, Holyoke, Mass., 
and J. E. Heberle, Washington, D. C., 
of the Accountants’ Association. 


News of Other 


Associations 


Spring Meeting of A.S.M.E. 


T THE meeting of the American So- 

ciety of Mechanical Engineers, to 
be held in Montreal, Canada, May 28 to 
31, three simultaneous technical ses- 
sions will be held each morning, and the 
afternoons will be devoted to visits to 
interesting industrial plants in the city. 


Iowa Association to Meet 


HE annual convention of the Iowa 

Electric Railway Association will be 
held at the Hotel Hanford, Mason City, 
Iowa, on June 20, 21 and 22. This will 
be held in conjunction with the annual 
convention of the Iowa section, National 
Electric Light Association. 


Southwestern Association 


js oe program is being arranged for 
A the annual convention of the South- 
western Public Service Association, 
which will be held in Fort Worth May 
15 to 17. Announcements of the details 
will be made in an early issue of this 


paper. 
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Maintenance of Equipment 


Spray Painting of Electric Railway Cars 


Results Obtained from the Use of Spray Painting on Numerous Electric 
Railways Show That It Saves Time, Is Economical in Material 
and Is Not Injurious to Workmen 


By Leon L. WoLF 


Railway Sales Manager R. 


F. 


Johnston Paint Company, 


Cincinnati, Ohio 


URING the war and following 

the war labor was very scarce 
and prices high, both for labor and 
materials. This created a pressing 
demand for a system whereby the 
electric railway companies of the 
country could paint and protect their 
rolling stock at the lowest possible 
outlay of money. Many companies 
during the war had allowed their 
equipment to go without paint and 
this had caused a rapid deteriora- 
tion. It was the consensus of opinion 
that one of the most important 
problems confronting them was the 
protection of their equipment from 
deterioration, as most properties 
were operating at a loss and did not 
have the money to spend to protect 
their equipment due to the expensive 
methods that were necessary to ac- 
complish the results. Not only were 
the expenses taken into consideration, 
but the length of time a car was 
laid up in the paint shop under the 
old methods was excessive and the 
railway companies needed every piece 
of equipment they had. 

About this time the R. F. Johnston 
Paint Company of Cincinnati, Ohio, 
began carrying on an extensive and 
intensive campaign of tests of spray 
machines and materials for the paint- 
ing of cars. Up to that time spray- 
ing had been used to a certain extent 
for spraying furniture, automobiles 
and freight cars. With the co-oper- 
ation of the manufacturers of spray 
machines and with the improving of 
many materials that were available, 
great speed and economy were at- 
tained without sacrificing durability. 
And with this successfully accom- 
plished, we produced a line of paints 
whereby street cars could be properly, 
quickly and economically painted and 
protected from the elements by the 
use of the spray gun without keep- 
ing cars in the paint shop longer 
than two and one-half to three days, 
whereas under the old systems it re- 
quired from eight days to four weeks 


from the time the car came into the 
paint shop until it went into service 
again. Proceeding along the line 
that the spray could be successfully 
used, it was first tried out on new 
car work, and the writer was in- 
vited by a car manufacturer to spray 
fifty new cars which were under con- 
struction. This test showed that 
great speed could be obtained and 
a very smooth job, free from brush 
marks and with an even film, could 
be produced, and during this test 
one man was able to spray a coat of 
enamel on a one-man safety car in 
twenty-eight minutes. This test 
proved economical in both time and 
labor. 

The next test was to ascertain the 
amount of material consumed per 
car. To ascertain this, two cars 48 ft. 
over all were painted, one by hand 
and one by spray. It required 17 
per cent less material to paint the 
car with a spray than it did by hand. 
This clearly demonstrated that a 
real saving could be made by the 
adoption of the spray system, and 
an actual saving in labor and mate- 
rial in the painting of street cars 
between brush work and spray work 
amounted to approximately 47 per 
cent. 

In one of the largest electric car 
manufacturing plants in the country 
this system was installed three years 
ago and every car turned out of that 
plant since has been sprayed. The 
writer has been informed by the gen- 


-eral manager of this plant that there 


never has been a complaint and they 
have never had to repaint a car 
turned out with this system, whereas 
by the old methods they had been 
called upon to repaint cars in many 
instances or make allowances for re- 
painting of cars that had required 
it within a year. 

The spray system was tried by 
the Milwaukee Electric Railway & 
Light Company and it proved so suc- 
cessful that it was adopted as its 


standard in November, 1920. Since 
that time the company has been able 
to double its production at a greatly 
reduced cost. Another large prop- 
erty to adopt the spray system was 
the Eastern Massachusetts Street 
Railway, where it has been used with 
great success. 

The Bloomington & Normal Rail- 
way has cut its expense by use of 
spray painting. The Oklahoma Rail- 
ways in 1921 under the old system 
turned out twenty-four cars in its 
paint shop, or two cars per month. 
In 1922 with spray painting it 
painted 124 cars, or ten and one- 
third cars per month. This was five 
times as many cars as it had painted 
the year previous at practically the 
same labor cost. The Georgia Rail- 
way & Power Company, Atlanta, Ga., 
finished five and one-half cars in as 
many days at an average labor cost 
of $38.16 per car. I had the pleas- 
ure of inspecting these cars after 
they had seen a year of service and 
found all to be in good condition, 
notwithstanding the fact that many 
had been stored out in the open. 

Many electric railways have since 
adopted the spray painting system, 
among which are: The Tri-City 
Railway, Davenport, Iowa; Birming- 
ham Railway, Light & Power Com- 
pany, Birmingham, Ala.; Memphis 
Street Railway, Memphis, Tenn.; 
Indianapolis Street Railway, Indian- 
apolis, Ind., and Interstate Public 
Service Company, Indianapolis, Ind. 

The old methods of street car 
painting were good in their time, but 
improvements were necessary to keep 
pace with other electric car develop- 
ments. It is possible now to paint 
a car in one-half to one-third the 
time, to keep the equipment looking 
as good for as long a period of time 
as ever before and at the same time 
to reduce both the cost of labor and 
material. 

Some labor organizations contend 
that the spraying of paint is in- 
jurious to the workman. However, 
my investigations along this line 
have proved conclusively to my satis- 
faction that no one is in any wise 
harmed. Furthermore, there are just 
as many men employed in all the 
shops where the spray system has 
been put into use as formerly, but 
the production has been in all in- 
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stances materially increased, and in 
some cases quadrupled. 

In conclusion, it- is obvious that 
the spray method of painting is the 
__ Jogieal system to employ because it 
| is enabling the various properties to 
keep their equipment economically 
and well protected from deteriora- 
tion, with suitable paint and varnish 
coatings. 

7 The scientific sections of the re- 
search departments of the Paint 

_ Manufacturers’ Association of the 

United States and of the National 
Varnish Manufacturers of the United 
States concur in my statements to 
the effect that there is nothing in- 
jurious in paints and varnishes when 
used with spray any more than there 
would be if applied by brush, and 
at recent meetings of the various 
associations the use of the spray 
gun has been recommended highly. 
Many coatings which have been used 
in the paint shops of the street rail- 
way industry for years have con- 
tained more or less white lead. 


Direct-Reading Headway 


Recorder 


HE accompanying illustrations 
show a Cincinnati Time Re- 
corder Company’s clock, which has 
been converted into a direct reading 
headway recorder by the addition of 
some mechanism in the shop of the 
Lehigh Valley Traction Company, 
Allentown, Pa. Most railway men 
are familiar with the operation of 
this time clock in stamping time 
cards, which are placed in position 
__. through a slot in the front while the 
handle is pulled down to record the 
time. 
; In order to use this clock as a 
headway recorder, the Lehigh Valley 
Transit Company added the mech- 
anism necessary for installing a tape 
: which would be fed automatically 
underneath the time stamp by a 
i ratchet mechanism. .An_ electric 
solenoid was installed for the oper- 
ation of the time stamp, and by hav- 
ing a contact on the trolley wire the 
circuit is closed by each passing of 
the car and the clock mechanism is 
thus operated. The stamping of the 
tape thus gives a record of the time 
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Section of Recorder Tape 


that each car passes the location 
where the recorder is installed. 

A general idea of the mechanism 
may be obtained by referring to the 
accompanying illustration which 
shows the clock open. The roll of 
tape is installed on the upper right- 
hand reel and passes from this down 
to the plate and across this under- 
neath the time stamp, where it 
passes over a roller and thence down 
to another reel which receives the 
tape. This latter reel has a ratchet 
attachment, and each operation otf 
the stamp ratchets the reel around 
so as to move the tape to a new loca- 
tion for the next time stamp. As the 


Headway Recorder Clock in Box on Pole 
with Operating Contactor on 
Trolley Wire 


Headway Recorder Clock Open to Show 
Operating Mechanism 


tape winds up on the receiving reel 
this increases in diameter, and of 
course the distance between the time 
marks will increase accordingly. The 
ratcheting mechanism is arranged so 
as to give a distinct marking with 
the smallest diameter of tape. The 
operating solenoid is installed under- 
neath the clock at the lower right- 
hand side and operates the mech- 
anism through connecting links. 

Where it is desired to record the 
headway of single-track lines or in 
but one direction of double-track 
lines, the mechanism just described 
is all that is necessary, but where 
a record is desired of the headway 
in both directions on a double-track 
line, an additional index with oper- 
ating mechanism is necessary. This 
operation is accomplished by having 
a small index plate with an arrow 
which slides back and forth under- 
neath the time stamp. With the 
arrow directly underneath the stamp 
its operation will cause an indication 
to be stamped on the tape, and by 
placing this a short distance to the 
left, no indication is given. For 
operating this sliding index, two 
solenoids are used, and of course with 
the double-track operation two con- 
tacts are necessary on the trolley 
wires. The operating circuit is then 
from the contact through the solenoid 
operating the index and then to the 
large solenoid which operates the 
time stamp. The arrow index is 
then pulled into position for stamp- 
ing whenever a car passes on one 
track, and is pulled out of the way 
so that no arrow appears on the rec- 
ord for cars passing in the opposite 
direction on the other track. The 
movement of the index is accom- 
plished through a bell crank lever, 
one end of which is attached to the 
rod connecting to the solenoid. 

In Allentown rolls of tape are used 
made from the usual type of adding 
machine tape by cutting it in two 
to give a width of § in. An accom- 
panying illustration shows a section 
of tape as stamped by the recorder. 
This mechanism provides a direct 
reading record and, of course, is en- 
tirely automatic. As the time clock 
requires winding but once in eight 
days, very little attention is neces- 
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sary other than to make certain that 
sufficient paper is provided for the 
record. 

In Allentown the clock is installed 
in a box which is mounted on one 
of the poles at the side of the street. 
A cut-out switch and fuse is installed 
in the circuit for protection to the 
operating mechanism, and in the 
summer months a lightning arrester 
is also added. The front of the box 
is closed and locked so that the mech- 
anism cannot be tampered with. 


Special Machine for Boring 
Bearing Caps 


Special Machine Used for Boring Bearing 
Caps at Providence 


HERE the number of jobs of 

Y a similar character in a rail- 
way maintenance shop is sufficiently 
large, it sometimes pays to arrange 
special machinery for performing 
specific operations. This applies, on 
the property of the United Electric 
Railways, Providence, R. I., among 
other things, to the boring of bear- 
ing caps. 

For this purpose a boring mill, of 
the form shown in the accompanying 
halftone, is used. The bed of this is 
constructed of light I-beams, diago- 
nally braced and mounted with a 
cast-iron top carrying the headstock 
and tailstock. A pair of special car- 
riages of the form shown permits 
quick clamping and adjustment of 
the cap over the boring bar. This 
machine was originally built and 
used for reboring armature bearing 
seats in motor frames before the 
purchase of a standard horizontal 
boring machine more suitable for the 
work. 
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New Equipment Available 


Attachment for Control 
Switches 


N ATTACHMENT that can be 

added to any type CS circuit- 
breaker control switch to make auto- 
matic the circuit breaker controlled 
from it has been placed on the 
market by the Westinghouse Electric 
& Manufacturing Company. With 
this attachment added, the breaker 
cannot be held in the closed position 
on overload or short circuit when 
arranged to trip from the current 
transformer only or from a current 
transformer actuating circuit closing 
relays. 

To apply the attachment to existing 
installations of type CS control 
switches it is only necessary to 
shorten the switch shaft and drill a 
hole for the engaging pin. The at- 
tachment consists of a coil, a mag- 
netic circuit, a moving core, and a 
trigger normally engaging the switch 
shaft, so arranged that when the 
coil is energized, either from a direct 
current source through relays or 
from excessive current when con- 
nected to current transformers, the 
core is moved in the direction neces- 
sary to release the trigger. This al- 
lows the switch shaft to return to 
the neutral position. 

When a circuit breaker is closed 
on an overload or a short-circuit, the 
trip-free attachment immediately 
operates and allows the control 
switch to return to the neutral or 


off position simultaneously with the 
tripping of the breaker. Before the 
circuit breaker can be again closed, 
it is necessary to turn the switch 
handle to the off position to engage 
the switch shaft. 


Improved Trolley Splicer 


GOOD trolley splicer should join 

the wires positively and present 

a smooth surface thereafter for 
wheel, shoe or pantograph. The im- 
proved Clark splicer, put on the 
market by the Drew Electric & 
Manufacturing Company, Cleveland, 
Ohio, is said to meet these require- 
ments. The photographs show the 
construction. It is of cast metal, 
the lips having reinforcing lugs cast 
inside at the inner end. Whether 
the wire going through the splicer is 
full thickness or worn, these lugs 
rest on the wire when the lips are 
peened over. The lips extend length- 
wise beyond these lugs toward the 
center of the splice and rest firmly 
on a Shelf built into the splice body. 
These two features make a solid, 
smooth under-run when the splice is 
first put up and prevent the later 
formation of the notch or rough 
spot so common to many splicers. 
The splicer is made in two forms, 
one of which, shown in the illustra- 
tion, is for repairing breaks in the 
line, while the other is in the form 
of a suspension ear. Both designs 


are made for sizes of wire from No. 
0 to No. 0000 inclusive. 


Appearance of Splicer After Application 


New Type of Trolley Splicer 


wt > py on 
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Arbitration in Cleveland 


Men Demand Fifteen Cents an Hour 
Increase, Which Will Cost Car 
Riders $1,140,000 


Interesting facts and statistics re- 
garding the income and expenditures 
of motormen and conductors were 
brought out in the arbitration pro- 
ceedings on the demand of Cleveland 
(Ohio) Railway trainmen for a 15 
cents an hour wage increase. The arbi- 
tration proceedings have just been con- 
cluded and the arbitrators are to 
announce their decision in time for 
whatever increase is permitted to take 
effect May.1. . 

Although the men had demanded an 
increase from 50 cents an hour for the 
first three months service, 53 cents an 
hour for the next nine months service 
and 55 cents an hour thereafter, to 
65, 68 and 70 cents an hour, respec- 
tively, when the arbitration proceedings 
began they asked that they be per- 
mitted to introduce evidence showing 
the necessity for an even greater boost. 
They were overruled in this contention, 
however, and the arbitrators held that 
the question that would be decided was: 
as follows: 

Shall the wages of trainmen be in- 
creased from the present rate to a sum 
not exceeding 65, 68 and 70 cents per 
hour, and if so, to what sum? 

W. M. Rea, secretary of the carmen’s 
union, testified that the minimum 
amount of money required to take care 
of a family of five in Cleveland, with- 
out allowing anything for savings, was 
$2,148. In a detailed budget he item- 
ized this expenditure as follows: 

Food, $686.42; rent, $540; clothing, 
$312.85; shoes, $67.50; fuel, $144.00; 


renewal of furniture and maintenance 


of household effects, $85; sundries, $57; 
union dues, $18; insurance, $71; ice, 
$12; barber, $9; street car fare for 
family, $13; amusements, $26; doctor 
and dentist, $50; tobacco, $36.50; sum- 
mer recreation, $15. 

In the sundries item he allowed $25 
for Christmas, $26 for church, Sunday 
school and charity, and $6 for liter- 
ature. His budget was based upon the 
needs of a man and his wife, with a 
boy eleven years old, a girl five and a 
baby two years old. 

In rebutting this budget, the company 
contended that a family of four could 
get along on $1,480 a year, divided as 
follows: -Groceries, $391.73; meats, 
$96.12; clothing, $191.28; rent, $510; 
heat and light, $113.52; miscellaneous, 
‘$177.84. 

The company offered figures to show 
that wages of trainmen had increased 
83.33 per cent since 1914, while living 


_costs, according to their figures, had 


gone up only 69.12 per cent. 
The company said that one-quarter 
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of each 5-cent fare is now going for the 
wages of motormen and conductors, and 
quoted figures to show that in 1919 
wages paid trainmen amounted to $4,- 
266,000 and in 1920, when the men’s 
wages were at a maximum of 70 cents 
an hour, the total amounted to $6,002,- 
000, while under a 20 per cent wage 
reduction in 1921 the total the com- 
pany expended for wages was reduced 
to $4,979,000 and with a further reduc- 
tion of 8% per cent in 1922 the cost of 
wages for trainmen was $4,338,575. 

The company said that for each penny 
an hour advance to the men the extra 
cost to the company is $78,450 a year, 
and if the men got the 15 cents an 
hour rate they demanded, the total cost 
each year to the car riders of Cleveland 
would be $1,140,000. 

Paul E. Wilson, secretary of the com- 
pany, testified that a survey of the 
2,827 trainmen employed by the com- 
pany showed that 77 per cent of them 
were married, that approximately 50 
per cent of the married trainmen owned 
their own homes or were paying for 
their own homes, and that 16 per cent 
of them owned automobiles. He said 
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that the average rent paid by the train- 
men was $33.36 a month, as opposed 
to the $42.50 a month rental claimed 
by the men. 

The men introduced testimony to 
show that painters in Cleveland are get- 
ting $1.12 an hour, pattern-makers 
from 90 cents to $1.10 an hour, pavers 
$1 to $1.25 an hour, and other skilled 
tradesmen equally high wages. They 
contended that on the basis of a nine- 
hour day, the men would have to receive 
78 cents an hour to earn $2143 a 
year, the minimum budget, according 
to their contention, for a family of five. 

The feeling is held in Cleveland that 
the board of arbitrators, consisting of 
Fielder Sanders, former Street Rail- 
way Commissioner, chairman; Thomas 
P. Schmidt, named by the company, 
and Judge Frederick P. Walther, named 
by the men, will grant the men an 
increase of between 5 and 10 cents an 
hour. 

John J. Stanley, president of the com- 
pany, says that other employees of the 
company will receive an increase in pay 
if the board of arbitration decides to 
boost the trainmen’s wages. 


Companies Apply 


for Rights 


Moves Made Recently in Los Angeles Would Provide for Constructing 
First Unit of a $20,000,000 Subway System, with $6,000,000 to Be 
Spent at Once for Bus and Railway Extensions 


ORMAL applications have been 

made by the railways at Los 
Angeles, Calif., to the local Public Util- 
ity Commissioners for approval of a 
program of extensions, including the 
establishing of three jointly operated 
crosstown motor bus lines on Western 
Avenue, Vine Street and on Vermont 
Avenue. They embody plans that call 
for the immediate expenditure of 
$6,000,000 to improve transportation 
conditions to meet the tremendous 
growth of the city. This, however, is 
just one phase of the matter. 

On April 18 William G. McAdoo, 
counsel for the People’s Motor Bus 
Company, applied to the board for one- 
year permits to operate motor buses in 
the city over twenty-nine routes. He 
stated in his applications that if per- 
mits are granted his company will place 
its buses in operation within thirty 
days after the permits are passed. If 
the board is unwilling to grant one-year 
permits, his company will accept per- 
mits for the rest of the calendar year 
1923. This request for the permits is 
regarded as an attempt of the McAdoo- 
Hellman interests to establish lines at 
once, without waiting for the “straw 
vote” at the May 1 primary election on 
the plan to give his company twenty- 
one-year franchises. 


The People’s Motor Bus Company 
originally asked for franchises over 
nineteen routes, paralleling railway 
lines, and serving Hollywood and other 
sections of Los Angeles, and coming 
to the edge of the prohibited congested 
district of Pershing Square. In the 
latest applications for one-year permits 
ten additional routes are set forth. 
Fares are not mentioned, but it is pre- 
sumed that they will be 10 cents. The 
lines covered by the latest applications 
would reach into practically all sections 
of the city, parallel the street car lines 
and compete with them. 

Another bus concern known as the 
Glendale Motor Bus Company is also 
seeking permits to operate its buses 
over sixteen routes in various parts of 
the city. It, too, is asking for one-year 
permits from the board pending the 
outcome of the twenty-one-year fran- 
chise fight at the May 1 primaries. 

The Traffic Betterment Association is 
conducting an active campaign against 
the motor bus interests. It is adver- 
tising in the daily papers and is also 
distributing hand bills outlining the 
facts in the fight. The Automobile 
Club of Southern California, with 
80,000 members, has issued a resolution 
protesting against the invasion of Los 
Angeles by the bus. 


736 


It is understood that the Board of 
Public Utilities will not take any action 
on the bus applications until after the 
May 1 election. 


PAcIFIC ELECTRIC APPLIES FOR 
SUBWAY FRANCHISE 

On April 20 the Pacific Electric Rail- 
way formally filed with the City 
Council of Los Angeles an application 
for a forty-year franchise for the con- 
struction of a rapid transit subway for 
its interurban trains. The company 
says that the $5,000,000 subway which 
it is willing to build from First and 
Glendale Boulevard to Pershing Square 
is the most important project yet sug- 
gested for the relief of traffic conges- 
tion in the city of Los Angeles. 

In September, 1922, the company ob- 
tained a forty-year franchise to con- 
struct a rapid transit subway for 
serving Glendale, Hollywood and San 
Fernando Valley points, but proposes, 
if granted the right by the City Council, 
to extend this subway from its Hill 
Street terminal to Pershing Square as 
the first unit of a $20,000,000 subway 
system. Other subways will radiate 
from Pershing Square terminal: east 
and west. The use of Pershing Square 
as a centralized terminal for the system 
of subways is in accordance with the 
idea submitted by public officials and 
engineers and approved by the Los 
Angeles Planning Commission, Los 
Angeles Traffic Commission, Commun- 
ity Development Association and the 
Los Angeles Chamber of Commerce. 

Under the subway franchise sought 
the railway would pay the usual 2 per 
cent of its gross revenues for the sub- 
way right. 


ACTION ON VIADUCTS OVER RIVER 


On April 20 the City Council ac- 
cepted the proposed division of the 
expense of grade-crossing separations 
and new viaducts over the Los Angeles 
River, as recommended by the Council’s 
special viaducts committee, under which 
the city’s share of the expense will be 
one-fifth of the $6,000,000 required to 
carry out the proposed improvement 
program. A bond issue for $1,200,000 
to pay the city’s share of the improve- 
ment will be placed before the voters 
at the June 5 city election. 

With similar formal acceptance by 
the county of Los Angeles, street rail- 
ways and steam roads of the division 
of the expense, a contract can then be 
entered into and the work commenced 
of constructing six new viaducts over 
the river. It has been tentatively 
agreed that 40 per cent of the total 
expense of the six new viaducts, in- 
cluding track depression and damages, 
shall be borne by the steam railroads, 
and the remaining 60 per cent be divided 
equally among the city, the county and 
the electric railways. 


MAJORITY ON UTILITIES BOARD FAVORS 
ONLY ONE PERMIT 


While it is thought the Board of 
Public Utilities in Los Angeles will not 
act on the deluge of applications re- 
ceived from various sources for ‘one- 
year permits to operate motor bus 
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lines in the City of Los Angeles, yet 
Commissioner Bogardus stated that the 
board in making its recommendations 
would recommend all bus permits to 
one concern—that the board would not 
split up the permits, allowing one com- 
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pany certain routes and another com- 
pany other routes—that a unified sys- 
tem is wanted, and to this end they will 
recommend that the permits be awarded 
on the basis of the greatest advantages 
to the greatest number. 


$4,000,000 in Improvement Demanded 


Cincinnati Street Railway Passes Resolution Requiring Traction Com- 
pany to Meet Lease Terms—President Schoepf Expected to Reply 
Soon—Has No Comment to Make at Present Time 


HE Cincinnati (Ohio) Street Rail- 

way has made formal demand on 
the Cincinnati Traction Company to 
make repairs and replacements to the 
electric railway system of Cincinnati to 
the extent of $4,000,000. The Cincin- 
nati Traction Company, which leases 
the properties of the Cincinnati Street 
Railway, is in default of its franchise 
obligations, according to resolutions 
adopted by the board of directors of 
the lessor company. 

The action was taken following a re- 
port made to the board of directors of 
the Cincinnati Street Railway by its 
special counsel, Judge Rufus B. Smith, 
Samuel Assur and Robert A. Taft. 
Under the franchise terms the Cincin- 
nati Traction Company has ninety days 
in which to meet the demands made 
upon it. 

W. Kesley Schoepf, president of the 
Cincinnati Traction Company, said that 
he would answer the Cincinnati Street 
Railway in due time, but for the pres- 
ent had no statement to make regard- 
ing the demands. 

The report recites the legal relations 
between the Cincinnati Street Railway 
and the traction company and also sum- 
marizes the physical condition of the 
Cincinnati Street Railway as found by 
Stone & Webster, Inc., Boston, Mass., 
who had been engaged to make an 
expert investigation. 

The action of the Cincinnati Street 
Railway board is regarded as the ini- 
tial step in the movement to settle the 
traction problem in Cincinnati by means 
other than mutual negotiations. In the 
event the traction company fails to com- 
ply with the demands made upon it in 
the specified time, the matter will go to 
arbitration. If the arbitrators find the 
defaults exist, as claimed, action to 
terminate the lease will be initiated 
along lines provided for in the leasing 
document. It is understood that the 
Cincinnati Street Railway will seek this 
severance of relations amicably, but if 
necessary is prepared to resort to liti- 
gation. ‘ 

Without regard to the question of 
how such a big improvement program 
may be financed, it is said to be an 
engineering impossibility to put through 
the betterments and repairs demanded 
in less than two or three years. 

Accompanying the report was a 
schedule of the repairs said to be neces- 
sary to tracks, equipment plants and 
other properties. The repairs and re- 
placements as indicated totaled $3,947,- 
918, with an additional $965,400 for 
replacement of obsolete cars. This 
would make a total of $4,912,917, but in 


the item of cars the Cincinnati Trac- 
tion Company has under construction a 
large number of new cars for this very 
purpose. 

The Cincinnati Traction Company 
claims it has spent more than $12,000,- 
000 on the properties for improvements, 
betterments and extensions, and these 
items would be the basis for substantial 
claims by that company. When the 
Cincinnati Traction Company leased 
the Cincinnati Street Railway’s prop- 
erties in February, 1901, it also assumed 
its franchise which was granted through 
a special act of the Ohio Legislature 
in 1896 and which does not expire until 
1946. 

The Cincinnati Street Railway can 
make no further move until the three- 
month period is up. During that time 
it is expected the Cincinnati Traction 
Company will present a detailed state- 
ment in reply to all demands and claims 
made by the lessor company. 

The action of the Cincinnati Street 
Railway was unanimous with the full 
directorate in attendance. The direc- 
tors are: Samuel Assur, Charles P. 
Taft, Robert A. Taft, Bayard L. Kil- 
gour, A. J. Becht, Judge Rufus B. 
Smith, Charles Dupuis, Charles Wind- 
isch, Charles D. Jones and George 
Lewis. 

The report of the special counsel for 
the directors of the Cincinnati Street 
Railway, made under date of April 20, 
contained a summary of the work which 
Stone & Webster reported should be 
carried out. A recapitulation of these 
repairs and replacements follows: 


Repairs to tangent track........ $786,769 
Repairs to layouts of special work 315,092 
Repairs to cars 101,500 


Repairs to Pendleton power house 


equipment isc. cee cae ween sk ve 110,800 
Repairs to buildings and struc- 

PUGS nie nie Soon Sota Mee anes 39,903 
Repairs to pole lines, ete........ 28,750 

OEALTPODRIEE © vicwinm welt side e bie e $1,382,814 
Replacements of tangent tracks.. 1.943,379 
Replacements of paving......... 295,206 
Replacements of layouts of special 

WOLKE) tasers ot Nee Ram ain wel 326,118 

Total replacements .....:..... $2,564,703 

Total repairs y.i.4 Sees one 1,382,814 

Grand’ otal)... Adve aaa eat $3,947,517 
Replacement of 198 cars......... 965,400 


In the matter of replacing the 198 
cars the special counsel explain that 
they understand the lessee has con- 
tracted for seventy new cars. These 
cars, say counsel, are to be purchased 
by the issuance of equipment notes. 
Under these circumstances they feel 
that the sum estimated for this replace- 
ment should not’ at the present time be 
included in the repairs and replace- 
ments specifically to be requested of the 
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lessee company, but that it be dealt 
with on a separate basis. 

As counsel see it “the report of Stone 
& Webster thus shows serious defaults 


of the lessee company under the cove-' 


nants of the lease.” They then say: 


A security of the lessor company for any 
default of the lessee is the property itself. 
It is contemplated by the terms of the lease 
that the .property shall always constitute 
a first-class modern and efficient street: rail- 
road system so that in case of any default, 
the lessor can at once take possession and 
ae the property without the necessity 
of expending large sums for repairs and 
replacements. A street railroad system re- 
quiring more than $4,000,000 of repairs 
and replacements is not the security con- 
templated by the lease. It is a fundamental 
pe oiple of the lease that the system be 

ept in first-class repair. 


In concluding its resolution directing 
the attention of the Cincinnati Trac- 
tion Company to the existing conditions 
the company said in part: 


We hereby notify you that you are in de- 
fault under the provisions of said lease, 
and we further notify you to do and per- 
form the covenants thereof in the following 
respects, to wit: 

1. Proceed forthwith to make certain re- 
pairs in and about the trackage (tangent 
track and layouts of special work), street 
ears, buildings, power houses, equipment, 
poles, lines, and overhead structures of this 
company, an itemized list of which repairs 
and the approximate cost thereof is hereto 
attached marked Exhibit A, and made a 
part hereof. 

2. Proceed forthwith to make certain re- 
placements and renewals in and about the 
trackage (tangent track and layouts of 
special work of this company), an itémized 
list of which replacements and renewals, 
and the approximate cost thereof is hereto 
attached, marked Exhibit B, and made a 
part hereof. 

3. Proceed forthwith to restore the street 
paving in and about the making of the 
replacements and renewals set forth in 
Exhibit B, an itemized list of which is 
attached hereto, marked Exhibit C, and 
made a part hereof. 

Be it further resolved, that the Cincin- 
nati Traction Company is in default under 
the provisions of said lease in the following 
respects, to wit: 

1. It has acquired materials, machinery, 
rolling stock, equipment and other prop- 
erty (acquired and used for and in the 
operation of the leased premises) subject 
to liens prior to the liens reserved in said 
lease to the lessor, which liens are not in 
favor of mechanics or material-men; such 
acquisition of rolling stock, equipment or 
other personal property either in kind or 
value and amount as delivered under said 


lease; all in violation of the covenants 
Sag in the first paragraph of said 
ease, 


2. It has failed to maintain, keep in good 
order and repair, renew and replace the 
necessary power houses of the lessor, and 
maintain and perpetuate the said street 
railway plant entire, all in violation of the 
fourth paragraph of said lease. 

3. It has failed to make additions, re- 
newals and replacements to rolling stock 
necessary to meet the requirements of the 
business. in violation of the fourth para- 
graph of said lease. 

Be It Resolved, That notice in writing of 
said default and failure to perform the 
covenants of said lease be given to the 
Cincinnati Traction Company under the pro- 
visions of Section 11 of said lease, which 
notice shall be in the following form. 


The Cincinnati Traction Company: 

We hereby give you_notice under the 
provisions of paragraph No. 11 of the lease 
from the Cincinnati Street Railway Com- 
pany to yourselves dated Feb. 21, 1901, 
that you are in default under the provi- 
sions of said lease, and further notify you 
to do and perform the covenants thereof 
in the following respects: 

1. That you pay off all liens on mate- 
rials, machinery, rolling stock equipment 
and other property acquired and used for 
and in the operation of the leased premises, 
and prior to the lien reserved in said lease 
to the lessor, except liens on rolling stock, 
equipment or other personal property either 
in kind or value and amourt as delivered 
under said lease. 

2. That you maintain, keep in good order 
and repair, renew and replace the necessary 
power houses of the lessor, and maintain 
and perpetuate the street railway plant 
entire im such Pee gh 

3. That you e all additions, renewals 
and replacements to rolling stock neces- 
at to meet the requirements of the busi- 
ess. 


$2,500,000 on New Development 


San Diego Electric Railway Has Applied for Franchise for Railroad Line 
to New All-Year-Round Beach Resort—Business and Residential 
Sections to Be in Close Contact 


ROMISING to construct an all-year 

beach resort different from any 
on either the Pacific or Atlantic coasts, 
the San Diego (Calif.) Electric Rail- 
way announces that it will spend about 
$2,500,000 in the development of Mis- 
sion Beach, in San Diego. The project 
as announced by Manager Claus Spreck- 
els of the railway company involves 
the building of 8.08 miles of double- 
track electric railway, or 16.16 single- 
track miles, and the building of an 
auditorium, dance floor, bathhouse and 
housing for amusement concessions cov- 
ering about 30 acres, construction of 
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the Mission Beach Company, also con- 
trolled by the Spreckels interests, is 
converting the remainder of the Mis- 
sion Beach land into home sites. Since 
last fall work has been in progress 
grading and paving streets, laying gas 
and water mains and sewers and in- 
stalling electric service and assisting 
lot buyers in building homes, with the 
result that a sizable community already 
exists as potential patrons of the new 
car line. They are now being served 
by a “stub” service from Ocean Beach. 

The relation of the proposed new line 
to the existing street railway in the 


i] Greenwood _} Encanto 
Cemetery | 


x To National City 
NXE 27 Chula Vista 


Map Showing Relation of Mission Beach Line to the Rest of the 
San Diego Railway System 


an ocean pier and dredging a portion 
of Mission Bay for boating and swim- 
ming. Application was made April 2 
to the City Council for the necessary 
franchise for the new railroad line and 
construction work is to be rushed as 
soon as the necessary permission is 
secured. 

Mission Beach, white and hard and 
with a gradual slope into the ocean, is 
said to be one of the finest beaches in 
California. A few hundred feet across 
the strand lies Mission Bay. A _ por- 
tion of this, to be known as Bonita Bay, 
will be dredged out for boating and 
swimming. Bathers can enjoy either 
the surf on the ocean side or swim- 
ming in the warmer water of the 
bay side of the strand, or both, as they 
choose. The beach has been popular 
with the people of San Diego despite 
the lack of transportation. With the 
completion of the new electric line the 
beach will be only fifteen or twenty 
minutes ride from the business district 
of San Diego. 

In conjunction with the building of 
the beach resort and electric railway, 


city is shown on the accompanying map. 
The new line will run largely over pri- 
vate right-of-way, so stops between the 
beach and the business section will be 
few and service correspondingly speedy. 
The result will be to place the new 
beach resort and residential district in 
as close communication with the city 
as are the choicest existing residential 
sections of the city. The route of the 
new line is shown on the map by the 
heavy black line and the existing routes 
by the lighter lines. 

Later on, it is stated, the new line 
may be extended to La Jolla, a fashion- 
able seaside community toward the 
extreme northern limits of the city of 
San Diego, now without rail transpor- 
tation, but nothing definite about this 
was announced at this time. 

The type of construction of the new 
line will differ from the standard on 
which the company’s city lines have 
recently been reconstructed and is de- 
scribed at length in the Track & Road- 
way columns of this issue. 

The San Diego Railway has ordered 
fifty cars from the American Car Com- 
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pany of St. Louis and they will be com- 
pleted in time to be put in service on 
the new line. They were described in 
the April 21 issue of this paper. 

The building of the new Mission 
Beach line and the construction of the 
all-year-round resort at Mission Beach 
is the largest single construction enter- 
prise to be undertaken in San Diego 
since the building of the exposition of 
1915-1916 and reflects the faith that 
John D. Spreckels, president of the 
San Diego Electric Railway, has in the 
future of the city of San Diego. 

Heavy black lines on the accompany- 
ing map show the proposed new elec- 
tric railway to Mission Beach, con- 
struction on which is to begin at once 
and which, together with the all-year- 
round resort at the beach to be built, by 
the company, will cost around $2,500,- 
000. The line will start at the Santa 
Fé (Union) station, at the foot of 
Broadway, and run northerly and west- 
erly to the bridge over the entrance 
of Mission Bay, thence northerly to the 
north line of the Mission Beach sub- 
division, a total distance of 8.08 miles. 
At present Ocean Beach and the inter- 
vening territory are served by the 
Ocean Beach line, paralleling the pro- 
posed new line as far north as Barnett 
Avenue, thence turning westerly past 
the United States Marine base and the 
United States Naval Training station, 
then turning north on Voltaire Street 
to Bacon Street. 


Illinois Appellate Court Says 
Thompson Suit Was Prop- 
erly Dismissed 


The Appellate Court of Illinois de- 
cided on April 24 that the Thompson 
administration suit to collect the city’s 
Surface Lines profit, outside of the fran- 
chise contract, was properly dismissed 
by Municipal Judge McKinley. 

These profits, 55 per cent of the net 
receipts, now total more than $8,000,000, 
which, as mentioned in the issue of 
April 7, was tendered the city and re- 
fused by the Thompson administration. 
Then it brought suit to collect this 
money on an implied contract for the 
use of the streets. If successful the 
sum collected presumably would not 
have to go into the traction fund, but 
presumably could have been used for 
general city purposes. 

The Appellate Court does not de- 
cide in its opinion whether the contract 
ordinances have been canceled, nor does 
it decide whether there was an implied 
contract. The court does say: 

“It appears, then, that the city, while 

averring that said ordinance has been 
cancelled and annulled, at the same 
time attempts to rely upon that ordi- 
nance to make out its claim of a con- 
tract implied in law.” 
_ The court asserts that such a position 
is legally impossible and therefore the 
suit was improperly brought, and was 
properly dismissed by the municipal 
court. 

Corporation Counsel Busch said that 
it will be decided later whether the 
city will appeal the case. 


Effort at Last-Minute Compro- 
mise in New York 


The Assembly of New York on April 
25 killed the several motions of Minor- 
ity Leader Donohue to report the ad- 
ministration’s public service and transit 
bills out of the rules committee for 
final passage, thus assuring the defeat 
of those measures so far as this year’s 
session is concerned. 

A conference was held later the same 
day at the Executive Mansion, and 
while nothing definite was determined 
as to the exact language of the com- 
promise transit bill a ray of hope was 
held out that some sort of an agreement 
will be reached. The conference was 
attended by the Governor and the 
Republican and the Democratic leaders. 

The attitude assumed by the Governor 
is that the city of New York with its 
hundreds of millions invested in sub- 
ways is entitled to an honest chance 
to attempt to solve its own transit 
problem in its own way. 

The State Public Service Commission 
will, under the proposed measure, keep 
a check on what the city does, will 
co-operate with the city of New York 
in all ways possible to make a success 
of its venture and will advise as to 
capitalization and service of any of the 
lines which may continue to be operated 
by the transit companies themselves. 

Under the measure to be presented, 
the city of New York, however, is not 
to be permitted to engage promis- 
cuously in the business of bus trans- 
portation, except that under certain 
conditions the city may obtain from the 
Public Service Commission a certificate 
of convenience and necessity for the 
operation of lines in conjunction with 
existing transportation systems or to 
serve new territory where either the 
company operating present lines of trac- 
tion does not feel justified in making 
an extension or installing buses or the 
Public Service Commission does not feel 
that the utility is justified in investing 
the aditional capital so required. 

All in all the new bill will be an ex- 
perimental step toward complete regu- 
lation of transit facilities in the city of 
New York by the municipality; its 
success will depend on the frame of 
mind of the persons responsible for its 
enforcement. It will not give all that 
has been asked; it will not ruin vested 
interests; but it will, with all proper 
safeguards to the security of live capital 
invested, give promise of solving the 
present problem, if the city ’ itself, 
through its administrative facilities and 
proper co-operation, can bring such 
solution about. An extra session of the 
Legislature seems likely. 


Wage Increase Announced by 
Market Street Railway 
The Market Street Railway, San 


Francisco, Calif., has announced a wage 
increase for platform men beginning 


April 29. The new scale in cents an 
hour is as follows: 

WIV PRU Eh oe one canada -46 
Second Sis CHO ENe oy nse es cei ek vw ows 48 
THI t tere eee ow ha p.-c oa Sicrau'e ue onde -50 
Next, twelve MOMUNS 6.666. de cee 52 
PHGPRALPGM meee ne <ese-s ale vice cn waed 54 


This is a 4-cent an hour increase for 
men in their first six months of service 
and 2 cents an hour for all other classes. 
Men now on the 42-cent rate will be 
advanced to 46 cents for their next 
six months of service, after which they 
will enter the 48-cent class. The pres- 
ent rate has been in effect for a little 
more than six months. 


Three Cents an Hour Increase in 
Los Angeles 

An increase in pay of 3 cents an hour 

was made to trainmen of the Los Ange- 

les (Calif.) Railway on April 16. The 

increase affects approximately 2,300 

men and increases the annual payroll 


$200,000. The old and the new rates 
in cents an hour are as follows: 
Former New 
Scale Scale 
First three months.......... -46 49 
Next nine months .......... 47 50 
Second! ves? Fe.) Goes 48 51 


Thereafter cca ucels oooh eee 50 53 

Safety operators on shuttle cars re- 
ceive an extra 2 cents an hour and 
safety car operators on main lines 4 
eents additional an hour. This is a 
continuation of the scale given safety 
car operators since the cars were intro- 
duced in 1920. 

The increase brings the pay scale 
only 1 cent an hour in each class lower 
than the highest point reached by in- 
creases made in the after-war period of 
business readjustments. The scale 
ranging from 46 cents to 50 cents has 
been in effect since October, 1921. The 
minimum guarantee for new men is 
increased from $100 to $125 per month. 


Mr. Storrs Praised for His 
Coal Plan 


In urging engineers to take up with 
their employers and clients the advis- 
ability of securing an earlier movement 
of domestic coal—a step taken at the 
request of John Hays Hammond, the 
chairman of the President’s Coal Com- 
mission—the Federated American En- 
gineering Societies has addressed a let- 
ter to its member societies, of which 
the following is a part: 


The Coal Commission is particularly im- 
pressed by the plan devised by L. S. Storrs, 
president of the Connecticut Company. Un- 
aer that plan the employee submits, prior 
to April 1, an estimate of his winter fuel 
needs. Delivery is to be made at the option 
of the retail dealer during the six months 
period beginning with April. Full payment 
for the coal will be made by the company at 
any time delivery is effected. . 

The gp gers? is reimbursed by deducting 
the cost of the coal from the employee’s 
salary. These deductions, however, are 
spread in equal installments over the six 
months period. Under this plan, the em- 
ployer can see to it that the coal is pur- 
chased at the best possible price. He can 
influence the dealer to deliver the maximum 
practicable amount of coal early in the 
season. The employees, many of whom are 
accustomed to buying coal in very small 
lots during the period of highest prices and 
distribution difficulties, can make substantial 
savings and be assured of a sufficient quan- 
tity of coal when needed. 


Will Fill Vacancy Immediately.— 
Mayor Doremus of Detroit and the 
Street Railway Commission will take 
immediate steps to secure a trained 
executive to fill the position made 
vacant by the death of Joseph S. Good- 
win, late manager of the Department of 
Street Railways. 


ne 
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Financial and Corporate 


Will Resume Fare Hearings 


Property Valuations of Minneapolis and 
St. Paul Railways Up Again— 
City Awaits Expert’s Return 


The Minnesota Legislature has ended 
its biennial session without changing 
the laws governing street railways and 
the decks are cleared for hearings be- 
fore the State Railroad & Warehouse 
Commission to determine proper rates 
of fare based on property valuations 
of the Minneapolis Street Railway and 
the St. Paul City Railway. The rate 
is now 6 cents for either company and 
12 cents for interurban trips. 

Power to make rates was granted to 
the commission by the Brooks-Coleman 
bill passed at the 1921 session, and 
three bills offered at the 1923 session 
aimed to amend or repeal this law. 
Had the law been repealed proceedings 
would have ended. 

A fourth bill, which was not enacted, 
provided a metropolitan one-fare zone, 
or one fare between Minneapolis and 
St. Paul points, instead of two fares 
when city limits are crossed on inter- 
urban lines. 

This latter bill was a St. Paul meas- 
ure. The Minneapolis Aldermen op- 
posed the plan on the ground that under 
the proposed law Minneapolis would 
carry the burdens of St. Paul, as figures 
indicated that the Minneapolis system 
is a profitable one and that the St. Paul 
system is having a hard time to make 
both ends meet. 

These figures, prepared by D. F. Wil- 
cox, the valuation expert, showed St. 
Paul’s deficits to have been as follows: 
1918, $157,310; 1919, $87,903; 1920, 
$135,216; 1921, $167,857. Minneapolis 
profits were: 1918, $758,259; 1919, $799,- 
746; 1920, $870,142; 1921, $440,903; 
1922, $999,284, the latter large figure 
being due to an increase for Minne- 
apolis after the free fare zone extend- 
ing into St. Paul about 2 miles had been 
abolished. 

Mr. Wilcox from a survey had deter- 
mined that Minneapolis is entitled to 
a street car fare four-fifths of a cent 
lower than the fare in St. Paul, on the 
basis of cost of service within the two 
cities; if the operating incomes of the 
two companies were pooled through the 
proposed consolidation so as to keep 
the fare the same in both cities the 
uniform fare would be about three- 
tenths of a cent higher than the fare 
required to support the Minneapolis 
service standing alone and about half 
a cent lower than the fare required to 
support the St. Paul service alone. An 
inerease would be required of about 
three-tenths of a cent in fare in the 
two cities if the one fare rate metro- 
politan zone were put in. 

St. Paul had conducted an investiga- 
tion over a long period with the findings 
that a single fare for the two cities 


i. 


would create a labor market ideal for 
all industries in both cities, would save 
$600,000 annually to interurban riders 
of the two cities, would expand the 
western district of St. Paul into a 
greater manufacturing center, would 
make the show places of both cities 
available at one fare, and would re- 
duce operating expenses of the street 
railways by unification of lines. 

An agreement is to be reached at once 
between all concerned as to the date 
in May when the hearing will begin be- 
fore the commission. The commission 
and the Minneapolis Street Railway are 
ready and it is understood that as soon 
as Mr. Wilcox returns from Denver the 
city will be ready to present its argu- 
ments. 


Income and Traffic Increase 
in Detroit 


The total operating revenue of the 
Department of Street Railways, Detroit, 
Mich., for the thirty-one days ended 
March 31, 1923, was $1,851,535, against 
$1,619,266 for the month of February. 
The revenue from _ transportation 
amounted to $1,755,955 for March, com- 
pared with $1,528,539 in February. 
Total operating expenses advancea 
from $1,185,779 in February to $1,339,- 
794 in March. The net revenue in 
March was $511,741, against $433,487 
in February. The net income showed 
an increase of $57,191, being $98,025 in 
March. The total passenger traffic in 
March was 43,227,309 and in February 
37,707,665. 


Valuation Hearings Resumed 


The Public Service Commission has 
resumed hearings on the valuation of 
the physical properties of the Inter- 
national Railway, Buffalo, N. Y. The 
figures introduced at the hearing will 
be used as the basis of the rate hearing 
to be held at a later date. The city 
has complained against the 7-cent fare 
or four tokens for 25 cents. It seeks 
the restoration of the 5-cent fare. The 
company has filed a value of $96,539,- 
185 and the commission has been taking 
testimony to determine whether or not 
the figure is excessive. From the Buf- 
falo city line to the villages of Depew 
and Lancaster the value of the com- 
pany’s right-of-way amounts to $29,269, 
according to E. A. Chamberlain, Buffalo 
real estate expert. Buildings not used 
in operation of the railway which were 
purchased with the land were appraised 
at their commercial value at $58,850. 
The company’s total land holding and 
rights-of-way were valued at $3,957,- 
717, and William M. Raignel, in charge 
of grading, tracks, bridges, culverts and 
crossings, fences and signs, testified 
that the value of the grading amounted 
to $3,741,887. 


Good Showing in March 


Community Traction Company Reports 
Surplus of $20,000—New Wage 
Demands Made 


Operations of the Community Trac- 
tion Company, Toledo, Ohio, for the 
month of March, as reported to the 
board of control at the meeting on 
April 15, shows the most successful 
financial results since the enactment of 
the ordinance more than two years ago. 

A surplus of $20,449 from operations 
and $505 interest on cash balance was 
credited to the fare stabilizing fund, 
bringing it to a total of $237,110, with 
its deficit reduced to $162,890. In vari- 
ous other operating reserves and funds 
there were cash balances of $39,636, 
and in addition to the $364,000 of Com- 
munity Traction Company stock owned 
by the city now there was a cash sur- 
plus in the sinking fund available for 
the redemption of more bonds for the 
city amounting to $101,077. 

The March credit to the stabilizing 
fund was exceeded by that made for 
December, 1922, but additional main- 
tenance and depreciation charges made 
in March when considered show March 
more favorable by $6,159 than De- 
cember. 

The average daily riding has grown 
to 187,539 from its low point of 148,658 
in August, 1921. 

Gross revenue for March amounted to 
$353,768, an increase of $45,941, or 14.92 
per cent, over the same month of last 
year. Operating expenses of $245,966 
represent an increase of $32,318, or 
15.12 per cent increase over the same 
month a year ago. Increased car mile- 
age is largely responsible for the rise 
in costs. There were operated 660,971 
car-miles in March, as compared with 
639,656 for the same month last year. 

The first half of April shows that 
business is continuing very near the 
March level. A few days of bad 
weather brought the results down a 
trifle. 

The company will be called upon to 
negotiate new contracts with interurban 
lines for trackage rentals on May 1 
and a new wage contract has been sub- 
mitted to take the place of the present 
agreement, which expires on May 21. 

The platform men and shop men have 
asked for increased wages, but the 
amount demanded has not been an- 
nounced to the public. 


New Reorganization Plan Means 
Capital Reduction 


Under the terms of the reorganiza- 
tion of the United Gas & Electric Cor- 
poration, New York, N. Y., first pre- 
ferred shareholders of the present 
company will receive seven shares of 
common and seven shares of preferred 
in the new company for each ten shares 
held. Second preferred shareholders 
will receive common stock of the new 
company on a share for share basis. 
The new common is of $10 par value. 
Holders of the present common stock 
will receive one share of the new stock 
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for every three shares held. The com- 
mon stock of the Berkshire Corporation, 
a concern controlling three electrical 
companies operating in Lancaster 
County and included in the reorganiza- 
tion, having no preferred, will be ex- 
changed on a share for share basis 
with the common stock of the new 
company. 

The new company will have an out- 
standing capitalization of $6,499,360 
preferred and $2,404,636 common, mak- 
ing a total of $8,903,996. The new 
preferred stock will be preferred both 
as to dividends and assets in liquida- 
tion, and will draw 5 per cent cumu- 
lative dividends the first two years, 6 
per cent cumulative dividends for the 
succeeding two years, and 7 per cent 
cumulative dividends thereafter. It 
will be redeemable in whole or in part at 
the option of the corporation at $105. 


Outlook for British Columbia 
Electric Railway Improved 


The gross earnings of the British 
Columbia Electric Railway, Vancouver, 
B. C., for the year ended June 30, 1922, 
show a decrease of $124,299 as com- 
pared with the previous year, due 
mainly to a decrease in passenger and 
freight traffic. This has been offset, 
however, to some extent by economies 
in operating expenses and also by an 
increase in the revenue from gas and 
lighting, so that the net revenue showed 
a decrease of only $58,409. The sales 
of electricity constituted a record in 
the history of the company. The com- 
pany is well equipped to take care of 
the demand for light and power. 

J. Davidson, who presided at the 
meeting of the company in London on 
Jan, 22, explained in reading the re- 
marks of R. M. Horne-Payne that 
through the purchase in 1920 of the 
undertaking of the Western Power 
Company of Canada the company had a 
large reserve of water-power resources 
available for development to meet the 
demands for electric power for many 
years to come. He said that a large 
increase in the volume of water at 
Stave Lake will be obtained by diverting 
the waters of Lake Allouette. In addi- 
tion the company expects to be able to 
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obtain as much as 80,000 hp. from the 
development of a second water power 
site lower down on Stave River. Plans 
for this development are in course of 
preparation. 

Notwithstanding a year full of diffi- 
culties the company was able to show 
results which made it possible to recom- 
mend the declaration of final dividends 
of 18s. 8d. per cent on the preferred 
ordinary stock and £2 9s. 8d. per cent 
on the deferred ordinary stock, both 
free of income tax, making, with the 
interim dividend already paid, total 
dividends for the year of £4 18s. 8d. per 
cent free of tax on the preferred ordi- 
nary stock and £6 4s. 8d. per cent free 
of tax on the deferred ordinary stock. 

In referring further to the annual 
report of the company, Mr. Davidson 
said that as was the case last year the 
revenue shown on the’ profit and loss 
account did not include any profit on 
exchange derived on the remittance of 
money from Vancouver to London, such 
profit being of an exceptional character. 
The net profit on exchange has been 
carried direct to the reserve fund. This 
is considered a wise measure because 
it is impossible to forecast how long 
the company may derive any advantage 
from this source. Should it become 
necessary to remit money on capital 
account from London to Vancouver be- 
fore the rate of exchange becomes nor- 
mal the premium on the dollar may be 
a disadvantage to the company, against 
which contingency the present profit on 
exchange forms a useful reserve. 

In referring to the fare situation at 
Vancouver, of which mention has been 
made previously in the ELECTRIC RAIL- 
WAY JOURNAL, Mr. Davidson said that 
the bill which the provisional Legisla- 
ture had passed to provide for the regu- 
lation of passenger rates chargeable to 
the company would, through the ap- 
pointment of a commissioner, provide 
a peaceful and it was believed equitable 
means for the settlement of fares in 
any municipality or district served 
where the company and authorities con- 
cerned were unable to arrive at a 
mutual agreement. 

He said that he was glad to be able 
to report that an agreement had been 
reached with the city of Vancouver 
establishing the fare in the city at 6 
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cents for a further period of three 
years from Nov. 8, 1922, and providing 
that either party should be entitled at 
the end of three years to have the 
fares then charged revised by mutual 
agreement or, failing mutual agree- 
ment, by arbitration. 

He took occasion to express appre- 
ciation of the reasonable and fair atti- 
tude displayed by the Legislature of 
the province and the Council of the 
city of Vancouver in arriving at a 
settlement of these matters. He said 
that the announcement which he made 
would go far to remove the feeling of 
distrust with which Canadian invest- 
mnients are unfortunately at the present. 
time looked upon by British investors 
and would make it possible when the 
time came to raise capital not only for 
the development of this enterprise but 
also for the other Canadian enterprises. 

The company has built up at Van- 
couver and vicinity an enterprise at a 
cost of $59,000,000. He explained that 
the company was preparing for the 
benefit of the shareholders and those 
interested in it an illustrated booklet, 
as it was felt that the enterprise had 
grown to such an extent that many of 
the shareholders themselves did not 
quite understand the great value of the 
property which they own. It was ex- 
pected that this booklet would be ready 
in the course of a few months. The 
intention is to send a copy of it to 
every shareholder. 


Maine Railroad Does Better 
in 1922 : 


The Cumberland County Power & 
Light Company, Portland, Me., experi- 
enced a good year during 1922. The 
surplus for the year was $368,672 as 
compared with $344,624 for the previ- 
ous year. The deficit of the Portland 
Railroad, leased by the company, was 
$4,913 in 1922 compared with $62,796 
in 1921.- 

The company, about Nov. 1, 1922, ac- 
cording to program, completed the new 
steam station with two 5,000-kw. units 
installed. This plant has operated ef- 
ficiently and is altogether very satis- 
factory. The company is, however, 
still confronted with the necessity of 
continuing the expansion of its power 
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capacity, owing to the rapid growth of 
the power and lighting business, ac- 
by the high 


price of coal. The directors now have 


“in contemplation several plans for pro- 


ceeding with the development of power 


production, including among others the | 
- consideration of doubling the capacity 


of the new steam station immediately 
and adding to the hydro capacity. 
The operations of the Portland Rail- 


-road improved during 1922, and despite 
a small falling off in gross revenue, as 


compared with 1921, expenses de- 


‘ereased, so that as noted previously the 


deficit for the railroad for the year 
1922 was $4,913 as against $62,796 for 
1921. In the cost of service of the 
railroad is included operation, mainte- 
nance, taxes, depreciation, interest on 


‘the bonded debt and the 5 per cent 


guaranteed dividend upon its common 


‘stock. The railroad therefore in 1922 
earned $95,037 of the total $99,950 of 


dividends upon its common stock. No 
increases in fares were made during 
1922 nor have any increases been made 
in the power and lighting rates, which 
remain on a pre-war basis. 


STATEMENT OF PORTLAND RAILROAD 
FOR YEARS ENDED DEC. 31. 
Sf 1922 1921 
Grossincome........ .... $1,668,239 $1,696,279 


Operating 
expenses.... $1,220,276 


Taxes accrued.. 105,328 1,325,604 1,410,402 
Gross income Jess operating 

expenses and taxes....... $342,635 $285,877 
Deductions from income... . 247,598 248,723 
Net incomes... cae te $95,037 $37,154 
Dividends oust cease 99,950 99,950 
Pbelby:s rekaeas avis $4,913 $62,796 


The comparative combined results of 
the operation of the Cumberland Coun- 
ty Power & Light Company and sub- 
sidiary and leased companies, namely, 
York County Power Company, West- 
brook Electric Company and Portland 
Railroad, with inter-company items of 
earnings and expenses eliminated, for 
the years ended Dec. 31, 1921 and 1922, 
were as follows: 


1922 1921 


Gross income: .v% 52-3 +) > $3,467,564 $3,305,110 


Operating 
expenses.... $1,940,488 


Taxes accrued.. 2,242,835 
Gross income Jess operating 

expenses and taxes....... $1,231,999 $1,062,275 
Deductions from income... . 719,472 697,876 
Netincome........ Khas $512,527 $364,399 
Preferred stock dividends.. . 159,646 241,500 
iuxplaes v2. eis. $352,881 $122,899 


* For the year ended Dec. 31, 1922, the sum of 
$229,200 was included in the item of operating 
expenses for depreciation. ‘ 


Railway Securities at Auction 


Electric railway securities sold at 
auction by A. H. Muller & Sons, New 
York, on April 26 were as follows: 


$11,000 South Carolina Gas & Electric Com- 
pany first mortgage 6 per cent bonds, due 
1942; 72% per cent. 


- 60 shares Cities Service Company preferred 


B; $5 ir SUATC. <y_. 

$8.50 Cities Service Company common cash 
scrip; $21.25 Cities Service Company 
eommon eash serip; $5 Cities Service 
Company preferred stock scrip; $36 lot. 

$4,000 Brooklyn Union Elevated Railroad 

Company first mortgage 5 per cent bonds, 

due 1950, coupons, February and August; 

824 per cent, 


Two Utah Interurban Properties 
Made Money in 1922 


The annual statements of electric in- 
terurban railroads operating in Utah 
have been filed with the Public Utilities 
Commission. The statements showing 
the results for 1922, follow: 


BAMBERGER’S ELECTRIC RAILROAD 


The Bamberger Electric reports an 
operating revenue of $570,000, of which 
$421,500 is from its passenger service 
and $105,500 from its freight service, 
with $35,000 additional from express 
and various small items making up the 
remainder. Decreases are shown in 
each item of revenue except from bag- 
gage, and total approximately $73,500. 
However, the operating expenses of 
$406,000 for the year show a decrease 
of $153,000 as compared with the year 
1921. 

From the net revenue from railway 
operations the company paid nearly 
$40,000 in taxes. Other principal out- 
lays were $72,000 in interest on funded 
debt, $13,000 on unfunded debt, and 
from the balance, which was transferred 
to profit account, the railroad paid a 
preferred stock dividend of $30,000. 
Some other expenditures, including 
nearly $11,000 in adjusting accounts 
with the Ogden Terminal Company, 
left a net increase in the corporate sur- 
plus for the year of a little more than 
$5,000. No dividends were paid on 
common stock. Depreciation and oper- 
ating reserves for the year were in- 
creased by about $67,000. The books 
indicate an investment in road and 
equipment of about $3,720,000. 


UrTAH-IDAHO CENTRAL RAILWAY 


The Utah-Idaho Central shows a book 
investment in road and equipment of 
$5,600,000, with a depreciation set up 
during the year of $12,000. Its operat- 
ing revenue of $822,000 was $111,000 
less than last year, while its operating 
expenses of $514,000 were $149,000 less 
than last year. The net revenue from 
railway operations, therefore, $308,000, 
was $39,000 more than in 1921. Taxes 
amounting to more than $70,000 were 
the first charge against this. The com- 
pany received as contributions during 
the year one year’s interest on certain 
bonds and convertible notes amounting 
to $37,000. Thus, the total gross in- 
come, after deducting operating ex- 
penses, was $375,000. Interest charges, 
however, were $311,000, so that the 
company realized a loss of $36,000 dur- 
ing the year, and paid no dividends. 

The company’s passenger revenue 
during the year, close to $350,000, was 
$40,000 less than in the previous year, 
and its freight revenue of $375,000 
showed a falling off of $88,000 as com- 
pared with 1921. There was an increase 
of $10,000 in express revenue. 


Satt LAKE & UTAH RAILROAD 


The Salt Lake & Utah Railroad, gen- 
erally known as the Orem Electric Rail- 
road, made a net income of $70,383 for 
the year 1922, as against $29,824 for 
1921. The figures show a gross income 


for last year of $753,797, which is $43 
more than that of 1921. There is a big 
drop in operating expenses, however, 
this having been $526,278 for 1922 as 
against $568,715 for 1921. This leaves 
a net revenue of $227,518 for 1922 in 
comparison with $185,040 for 1921. The 
interest charges for 1922 were $157,136 
and those in 1921 were $155,216. 

Charges for amortization of discount 
and miscellaneous debits dropped from 
$15,558 in 1921 to $8,686 for 1922, and 
$18,087 is charged to depreciation in 
1921 and $18,546 in 1922. These figures 
leave a balance on hand for the year 
1922 of $43,151 as against a deficit for 
1921 of $3,821. 


Receiver Operating Property.—The 
St. Albans & Swanton Traction Com- 
pany, St. Albans, Vt., is being operated 
under the direction of Receiver P. E. 
Sullivan. 


Brooklyn Foreclosure Sale Set for 
May 11.—The properties of the Brook- 
lyn (N. Y.) Rapid: Transit Company 
are scheduled to be sold under fore- 
closure on May. 11. This is another 
step in connection with the reorganiza- 
tion of the company. 

Dividend Declared—The trustees of 
the Eastern Massachusetts Street Rail- 
way, Boston, Mass., have declared an 
initial dividend of 2% per cent in cash 
on the adjustment stock. The dividend 
will be payable May 15 to holders of 
record on May 1. 

Net Income of $360,095.—The Market 
Street Railway, San Francisco, Calif., 
for the three months ended March 31, 
1923, reports a railway operating rev- 
enue of $2,374,489 and operating ex- 
penses of $1,696,090. The net income 
realized was $360,095. 

Railway Buys Property.—Contracts 
have been made for the sale to the 
Public Service Corporation of New Jer- 
sey of the property adjoining its home 
office and railway terminal in Newark. 
The purchase was made to take care of 
the growing needs of the business. 


Denies Right to Abandon Line.—The 
Interstate Commerce Commission re- 
cently denied the application of the 
Boise (Idaho) Valley Traction Com- 
pany to abandon a line of railroad in 
Ada County, Idaho, extending from 
Onweiler’s Junction to McDermott, a 
distance of approximately 4 miles. 


Trustee Appointed. — The Federal 
court has appointed C. G. Taylor of 
Lima, Ohio, as trustee to reorganize the 
Lima & Defiance division of the former 
Ohio Electric Railway. The Lima & 
Defiance Railroad, the new company, 
will operate a line 42 miles long built 
over a private right-of-way between the 
two cities. 

Offer Portland Bonds.—National City 
Company and Halsey, Stuart & Com- 
pany are offering an additional issue of 
$2,000,000 of first lien and refunding 
mortgage 6 per cent gold bonds of the 
Portland Railway & Light Company, 
Portland, Ore. The price is 94%, to 
yield 6.45 per cent. The bonds are 
dated May 1, 1922, and are due in 1947. 
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Traffic and Transportation 


Recommends Return of Higher 
Fare in Seattle 


In a report to the City Council, 
George F. Russell, superintendent of 
public utilities, recommends a return 
to the 84-cent carfare on the Seattle 
Municipal Railway lines. Mr. Russell 
also recommended a draft on the gen- 
eral fund to help meet railway expenses, 
but the City Council refused to con- 
sider such a plan. 

In the report, Mr. Russell comments 
on economies that he believes will 
greatly reduce operating expenses, 
among them being the use of one-man 
cars. 

He states that forty-five cars were 
converted last year, and that the 
department hopes to convert seventy- 
five cars this year. The report recom- 
mends the discontinuance of the Youngs- 
town and Ray Street shuttle, stating 
that it will save $17,500 a year. The 
report also calls attention to the law 
passed by the recent Legislature allow- 
ing the organization of improvement 
districts for the payment of street car 
line extensions by bond issues, and says 
that many neighborhoods are becoming 
interested in the plan, which will bring 
further relief to the street railway sys- 
tem. The cost of extensions last year 
is placed at $70,000. 

In discussing the matter of the fail- 
ure of the 5-cent fare to attract many 
additional riders Mr. Russell said: . 


We do not believe that a single automobile 
owner left his car at home to ride in the 
ears because of this reduction. Nor is there 
any reason to think there has been increased 
interest shown by the people to stimulate 
increaséd patronage, No serious hardship 
has been worked upon the system by this 
trial, nor has anyone suffered any loss. 
While it is true that the rate has been 
in effect but forty days, there is enough 
evidence in hand to show the car riders 
are not sufficiently in favor of a 5-cent fare 
to ride enough to cover the loss in receipts 
occasioned by the drop. 


Buses for New York State 
Railways 

The New York State Railways, Roch- 
ester, N. Y., is going into the bus busi- 
ness in earnest. This is shown by the 
fact that orders for twelve buses were 
placed during the week ended April 21 
and that on April 24 officers were 
elected of the Rochester Railways Co- 
ordinated Bus Lines, Inc., and the Utica 
Railways Co-ordinated Bus Lines, Inc., 
both recently incorporated under the 
laws of the state of New York. 

The buses are scheduled for delivery 
late in June. They will be of the 
twenty-five passenger type, Brockway 
chassis with Kuhlman bodies. Five are 
of the trolley bus type for use on Dewey 
Avenue, Rochester, and seven are gaso- 
line vehicles which will be distributed 
in various cities. The gasoline service 
proposed for Rochester is an extension 
of the Dewey Avenue rail line, into the 
adjoining town of Greece. In Utica 
service is planned across town, east to 


west, over the Parkway. Bus develop- 
ments by the same interests are pend- 
ing also in the cities of Syracuse and 
Schenectady. 


Higher Fare Suggested 


Committee of Shreveport Citizens Sug- 
gests Return of 8 per Cent 
on Invested Capital 


The Shreveport (La.) Railways is en- 
titled to a net return of 8 per cent on its 
invested capital. This is the opinion 
of a committee of citizens of Shreve- 
port appointed by Huey P. Long, chair- 
man of the Public Service Commission 
of Louisiana, to investigate the affairs 
of the company, and recommend action 
that would improve the service ren- 
dered. The committee has submitted 
its report to Commissioner Long. 

The committee also recommended to 
the Mayor that an ordinance be enacted 
outlining regulations for the operation 
of jitneys and that operators be re- 
quired to follow designated routes and 
maintain fixed schedules. A bond of 
$10,000 is also suggested as a require- 
ment to be exacted from each jitney 
operator. 

The committee’s investigation was 
made in connection with the hearing on 
the traction company’s petition for an 
increase: in fares from 5 cents to 7 
cents. The chairman of the committee 
was Major V. Grosjean. 

After recommending that additional 
cars be placed in service on several 
lines and that extensions be built on 
the State Fair Grounds line to the 
United States Sheet & Window Glass 
Company’s plant at Jewella, the com- 
mittee presented an analysis of the 
company’s earnings under the present 
5-cent fare and showed what earnings 
probably would be under a 6-cent fare. 
The committee finds that for the year 
ended Dec. 31, 1922, the operating ex- 
penses of the company totaled $536,067. 
If to this sum there was added the 
increased operating costs arising from 
the proposed increase in service, the 
total operating cost would be $590,309. 
This would leave a net revenue for the 
company of $39,769, or a return of 1.78 
per cent on the $2,244,163 physical val- 
uation of the property now owned by 
the company and as increased in the 
recommendations for extensions. 

On a 6-cent fare the committee pre- 
sents the deductions that the income 
from 11,919,602 passengers (during 
1922 the company carried 10,837,513 
passengers, and it is claimed the exten- 
sions would add 1,092,089 passengers) 
would be $715,176; income from school 
tickets $32,698; income from advertise- 
ments $1,400, making total income 
$749,274. Operating costs for the year 
are estimated at $590,309. This would 
leave a net return of $158,965, or 7.08 
per cent on the invested capital. 


Gorgeous Elevated Cars in the 
Spring, Tra-La 


The first orange colored elevated 
train of the Manhattan Elevated Rail- 
way, New York, N. Y., burst upon the 
New York sky line on April 24. For 
several days previous to the operation 
of the first repainted car whispered 
hints had emanated from I. R. T. 
creators of transit fashions that orange 
trimmed with black would be the der- 
nier cri, as the Tribune put it, for ele- 
vated trains this spring. 

President Hedley of the Interborough 
Rapid Transit Company, which operates 
the elevated lines under lease, explained 
at the time of the operation of the first 
newly-painted train that, after trying 
several shades of blue and red, orange 
finally had been selected as the best 
color to repaint all the elevated cars. It 
was found to be the most sanitary, he - 
declared, and in the long run, the most 
economical. 

The cars are being reconditioned at 
the rate of twenty-one a week, so that 
it will require nearly two years to finish 
painting the rolling stock now in com- 
mission. The ceilings of the cars are to 
be a glazed white, which will add 25 
per cent to the illumination at night. 
There will, however, be no decrease in 
the quantity of artificial illumination. 

Besides Mr. Hedley, the “Goldenrod,” 
as the new trains have been popularly 
named, on its maiden trip carried W. L. 
Pepperman, vice-president of the Inter- 
borough; H. H. Vreeland, director of 
welfare; S. V. Smith, superintendent of 
elevated railways; A. L. Merritt, super- 
intendent of subways; G. H. Pegrim, 
chief engineer, and other officials. 

The train left Rector Street at 11: 36 
a.m. and went as far as 155th Street. 
It went at once into the regular 
schedule. 

The writer of the account contained 
in the Tribune of the running of the 
new train said in part:. 


The sophisticated zephyrs that ventilate 
the financial district became audible with 
astonishment yesterday when what at first 
sight they must have taken for a flight of 
yellow taxis swept grandly up the Sixth 
Avenue “L” tracks from South Ferry, and 
came to rest at the Rector Street station. 
It was the Goldenrod Limited! 

Frank Hedley, president of the Inter- 
borough, with one hand resting negligently 
upon the controller, which had just been re- 
linquished to him by the motorman for pic- 
torial purposes, stuck his head out of the 
cab and graciously permitted the camera- 
men to do their stuff. Traction officials, 
reporters, and a few dazed patrons of the 
Elevated Railroad clambered aboard. Mr. 
Hedley gave place to Mr. McGuire, the 
motorman, The Goldenrod, redolent of 
very fresh paint, and bearing on its brilliant 
sides the legend “Fresh Air Line,” resumed 
its gorgeous progress. 

Notwithstanding these announcements, 
when the Goldenrod paused at the Eighth 
Street station, Greenwich Villagers were 
heard to tell one another excitedly that if 
elevated trains were to be decorated like 
Village tearooms that nourish Village 
genius, the debasement of Art—with a capi- 
tal A—in America was complete. At Herald 
Square, a small boy informed the platform 
at large that the Goldenrod must be Presi- 
dent Harding’s special train, and declined 
to embark until promised by the guard that 
he would not be arrested. 


The management of the Interborough 
company has issued a twenty-one-page 
pamphlet entitled “The New Rapid 
Transit Problem,” in which it explains, 
in an open letter to the public of New 
York City, the railway’s position rela- 
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tive to the public needs. The company 
has also issued a small circular entitled 
_ “Ride on the Open Air Elevated,” which 
| will be of special interest to baseball 

fans as it contains a list of the ball 
games to be played in New York during 
the coming season. 

It also contains a map of the I. R. T. 
elevated lines and other special features 
pertaining to the service. 


Suggests Ten Rules for Safety 


According to the Wisconsin Public 
- Utilities Bureau ten safety rules sug- 
- gested by studies of the cause of auto- 
mobile-street railway collisions in Wis- 
' eonsin have been proposed by B. W. 
| Arnold, chairman of the electric railway 
___ section of the Wisconsin Utilities Asso- 
| ciation. 
To illustrate the need of closer co- 
| y operation between users of the streets 
__with the view of checking the increasing 
number of accidents, Mr. Arnold quoted 
statistics compiled by R. M. Howard, 
vice-president of the Wisconsin Rail- 
way, Light & Power Company, showing 
that more than 50 per cent of the street 
_ railway accidents in Wisconsin are auto- 
- mobile-street car collisions. 

Mr. Arnold suggested that every rail- 
way send the following ten safety sug- 
gestions to motor car owners in their 

territory: 


es 1. Make sure street car is not coming 
when starting out from the curb. 
- 2. Do not trail street car too closely. 

3. Cross crossings cautiously. 

4. Be watchful of street car making curve 
eed not to be hit by the swing of the rear 
end. 

5. Avoid parking cars near street car 
eurves in narrow streets so as not to be 
caught “in the pinch.” - 

, 6. Avoid speeding to get ahead of street 
_ car when other cars are parked at the curb. 
\ 7. Avoid crossing in rear of street car. 
Other cars, unseen, may be coming in the 
opposite direction. 

8. To get ahead of street car, make sure 
it is well to the rear before cutting in 
= (front. 

- 9. Observe the law and do not pass street 
car while it is taking on or discharging 
_ passengers. 
10. When parking at curb in narrow 
streets, be sure there is plenty of room for 
street cars to pass. 


Mr. Arnold said that the total number 
of automobile-street car accidents in 
Wisconsin in 1922 was 5,780; in 1918, 
3,497. Further that the records show 
fully 90 per cent of the collisions were 

_ caused by motorists running into street 
SLCATs,. , - 
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Bandits Get $400 in Trolley Holdup. 
—Three bandits held up the crew and 
seven passengers of a Pittsburgh (Pa.) 
Railways car near West Alexander 
shortly before midnight on April 23. 
After pulling the trolley from the wire 
and throwing the car into darkness 
they robbed the occupants of the car of 
more than $400 in cash and jewelry. 
Through Routes and Intrastate Rates 
- Given.—The Michigan Public Utilities 
Commission on April 12 at Lansing 
reinstated its former order giving the 
village of Dewitt through routes and 
_ intrastate rates. The defendants in 
the case were the Michigan United 
Railways and five steam properties. 
The ruling of the commission follows 
the order of the Interstate Commerce 
_ Commission. 
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Traffic Survey Made.—John A. Beeler 
has submitted his report of the electric 
railway situation in New Orleans, La. 
He says that the present system cannot 
take care of the increase in territory, 
since no extensions have been made 
since 1915. Among the recommenda- 
tions is a new track layout calling for 
the elimination of 37 miles now in use 
and installation by way of, extensions 
at other points of 34 miles. 

Appeals for Railway Patronage.— 
The Oregon Electric Company, operat- 
ing in the Willamette Valley of Oregon, 
has made an appeal to the merchants 
and other business men in the valley 
reminding them that continued patron- 
age of truck lines in preference to the 
railway will mean that the company 
must go into the hands of the receiver. 


Extends Transfer Privileges. — The 
Publie Utilities Commission has issued 
an order increasing transfer privileges 
between the Washington Railway & 
Electric Company and the Capital Trac- 
tion Company in the northwest section 
of Washington, D. C. The order be- 
came effective on April 1. The order 
was in the form of an amendment to 
the permit under which the Washington 
Railway & Electric Company operates 
motor buses on Park Road. 


Eight-Cent Fare Upheld.—As a re- 
sult of a recent decision of the State 
Supreme Court of Pennsylvania the 8- 
cent fare on the lines of the Scranton 
(Pa.) Railway is upheld. The court 
approved the ruling of the Pennsyl- 
vania Public Service Commission in 
placing a valuation of $9,000,000 on the 
property as a basis for the 8-cent fare. 
The city of Scranton appealed against 
the ruling of the commission more than 
a year ago and this decision is the 
result. 


Better Service Promised Improvement 
Club.—The Tacoma Railway & Power 
Company has promised a trial of fifteen- 
minute service on the South Tacoma 
Avenue line, Division Avenue to Cen- 
ter Street, as first fruits of the cam- 
paign for better service on the Avenue 
by the Tacoma Avenue Improvement 
Club, ‘which started eighteen months 
ago. The club will endeavor to secure 
the routing of the Tacoma Avenue cars 
beyond Center Street across the bridge 
to South Tacoma. 


Applies for Bus Rights.—The Trenton 
& Mercer County Traction Corporation, 
Trenton, N. J., has applied to the Tren- 
ton City Commission for permission to 
operate buses on Olden Avenue and also 
one line to start fromthe Murray Com- 
pany plant in East Trenton and through 
Greenwood Avenue to Front and Mont- 
gomery Streets in the heart of the city. 
Rankin Johnson, president of the trac- 
tion company, in making application 
before the commission said that his 
company was anxious to serve the peo- 
ple living on streets where no trolley 
cars were operated. 

Council Rejects Bus Franchise.—The 
City Council of Buffalo by unanimous 
vote rejected the application of the In- 
ternational Railway for an exclusive 
franchise to operate motor buses in 
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Delaware Avenue to the Buffalo city 
line at a 10-cent fare and 3-cent 
transfer charge. The City Council also 
deferred action on the company’s appli- 
cation for a bus franchise in Bailey 
Avenue at a 7-cent fare with free 
transfers. Merchants and _ property 
owners along Delaware Avenue pleaded 
with the municipal authorities for the 
issuance of a bus franchise to the In- 
ternational Railway or any other re- 
sponsible company. The City Council 
believed that a 10-cent fare and 3-cent 
transfer charge to cars of the Inter- 
national Railway were too high and the 
International was asked to adopt the 
universal 7-cent fare with free transfers 
on its bus line, the same as the local 
traction lines. 

Fair Grounds Fare Discussed.— 
The decision of the Minnesota Supreme 
Court filed April 20 in what is known 
as the State Fair rate case has a bear- 
ing on the interurban fare between 
Minneapolis and St. Paul. The Twin 
City Rapid Transit Company got per- 
mission from the Minnesota Railroad & 
Warehouse Commission to put in a 
one-rate fare between Minneapolis and 
the State Fair grounds, 12 cents being 
the regular rate. The Fair ground 
gates are nearer St. Paul than Minne- 
apolis and are within the one-fare zone 
from that city, and the city got a re- 
straining order from Judge F. M. Catlin 
of the Ramsey District Court on Aug. 
12, just before the Fair. It is now 
about eight months since the commis- 
sioners appealed to the Supreme Court 
for aid, and it is significant that the 
decision did not appear until after the 
Legislature decided not to repeal the 
state law under which the commission 
has the electric railway rate-making 
power. Notwithstanding its attitude 
in the State Fair rate matter St. Paul 
subsequently prepared a bill to make 
the two cities a one-fare metropolitan 
area, a bill which was not passed. 

I. C. C. Must Pass on Interchange 
EBook.—Inquiries having been received 
by the Central Electric Traffic Asso- 
ciation from various electric carriers 
indicating that they might possibly wish 
to honor the new non-transferable in- 
terchangeable steam railroad. book, the 
association took up the question with 
the Central Passenger Association to 
ascertain whether or not electric car- 
riers could be made a party to a steam 
railroad tariff covering this ticket, and 
if it would be permissible for the elec- 
tric carriers to honor the ticket without 
selling the same. The reply from 
Chairman Fox of ‘the Central Passenger 
Association indicates that it is the in- 
dividual conclusion of the members of 
the association that the book arrange- 
ment be not made applicable inter- 
changeably with electric lines operating 
in the Central Passenger Association 
territory. The federal court at Bos- 
ton on April 23 issued an order enjoin- 
ing the I. C. C. from enforcement of its 
order and relieving the railroads from 
the obligation of placing interchange- 
able mileage tickets of a face value of 
$90 and good for 2,500 miles on sale 
at $72. 
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Personal Items 


Michigan Railroad Men Promoted 


F. W. Brown New General Superintendent—All Men Promoted Have 
Risen from Ranks—Officers’ Careers Reviewed 


OLLOWING the resignation of 

Harro P. Harrsen as assistant gen- 
eral manager of the Michigan Railroad, 
Grand Rapids, Mich., operating 159 
miles of interurban railway, a number 
of changes were made in the personnel 
of the company. F. W. Brown, for- 
merly traffic manager, was made gen- 
eral superintendent of the western and 
northwestern divisions; J. H. Weldon, 
formerly chief of the traffic bureau, 
was made traffic manager; O. J. Han- 
sen, formerly chief clerk, was made 
superintendent of the western division; 
J. C. Taylor, formerly trainmaster, was 
made superintendent of the North- 
western division, and C. P. Gerth, for- 
merly local freight agent, was made 
chief of the tariff bureau. Mr. Harr- 
sen, it will be recalled, resigned from 
the company to become connected with 
the Electric Bond & Share Company, 
New York. 


FREDERICK W. BROWN 


Mr. Brown gained his first railroad 
experience at the age of twenty-two) 


James H. Weldon 


as a telegraph operator. After long 
service with steam roads he accepted 
his first position with an electric rail- 
way. This was in 1907. He went to 
Jackson, Mich., as general freight and 
passenger agent for the Michigan 
United Railways. In 1913 he was 
made superintendent of the Michigan 
& Chicago Railroad. 

Inasmuch as Mr. Brown’s service 
since 1907 has been confined exclusively 
to roads which were the predecessors 
or forerunners of the present Michigan 
Railroad system, it almost may be said 
that he has been with his present com- 
pany for sixteen years. Both the 
Michigan & Chicago Railroad and the 
Michigan United Railways later became 
part of the present Michigan Railroad, 

In 1915 Mr. Brown was appointed 
superintendent of the Western Division 


Olaf J. 


of the Michigan Railway and con- 
tinued in this capacity until the amal- 
gamation of this and the other prop- 
erties into the Michigan Railway Lines, 
at which time he was made traffic_man- 


Brown 


Frederick W. 


Hansen 


ager of the consolidated Michigan Rail- 
way Lines. Mr. Brown remained 
traffic manager until the recent resig- 
nation of Mr. Harrsen. He was then 
promoted to the position of general 
superintendent of the Western & 
Northwestern lines of the Michigan 
Railroad. 

During the war he also was acting 
general superintendent in addition to 
traffic manager, and in 1920 was made 
acting assistant general manager owing 
to the enforced absence of that offi- 
cial. At one time, therefore, he was 
solely responsible for the execution of 
all the duties connected with these 
three offices. 

In electric railway circles through- 
out the Middle West Mr. Brown is 
given most of the credit for demon- 
strating the practicability of the trans- 


J. Claire Taylor 


portation of freight electrically. It was 
he who conceived the idea of developing 
the freight end of the business and ad- 
vanced as his solution of the congestion 
problems which immediately presented 
themselves the contention that freight 
trains should be moved at night, when 
the tracks and equipage were not in 
use for passenger service. 

Mr. Brown was born on a farm near 
Battle Creek, Mich., in 1871. Until he 
was fifteen years old he lived the usual 
rugged life of.the early Michigan farm 
lad. When he had reached the age of 
fifteen, his parents moved to Olivet, 
Mich., and it was there that Mr. Brown 
secured his education. Shortly after 
his family had settled in Olivet, Mr. 
Brown was enrolled in the local high 
school and upon his graduation, four 
years later, he entered Olivet College, 
completing his course there in 1892. It 
was then that Mr. Brown struck out 
for himself and commenced railroad- 
ing. Mr. Brown’s sympathetic under- 
standing, his kindliness and cordiality 
have made him one of the most highly 
respected and genuinely liked men in 
Middle Western electric railway circles. 


JAMES H. WELDON 


Mr. Weldon was born in the village 
of Farmer, Ohio, in 1875 and received 
his education there. In 1898, when 
he was twenty-three years of age, he, 
like Mr. Brown, became a telegraph 
operator for the Lake Shore & Michi- 
gan Southern Railway. Later, while 
in steam railroad work at Lansing, he 


Carl P. Gerth 


became acquainted with Mr. Brown, 
and the two have been closely associated 
most of the time since then. 

In 1909 Mr. Weldon entered electric 
railway work with the Michigan United 
Railways as chief clerk in Mr. Brown’s 
office, remaining there until September, 
1913. At that time the Allegan divi- 
sion was taken over from the Michigan 
Central and Mr. Weldon was made 
chief of tariff bureau, which position he 
occupied until his promotion to traffic 
manager of the present Michigan Rail- 
road in December, 1922. 

Mr. Weldon is considered by his 
associates an unusually thorough stu- 
dent of traffic and tariff problems. The 
institution of various Interstate Com- 
merce Commission rulings and the for- 
mulation of other problems relating to 
this phase of the business have re- 
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quired the utmost application and care 
in their solution and Mr. Weldon’s dis- 
posal of them has been considered par- 
ticularly efficient. 


OLAF J. HANSEN 


Mr. Hansen was born at Holland in 
1884. In 1906, after graduating from 
high school, he entered the employ of 
the Grand)\Rapids, Holland & Chicago 
Electric Railway as a motorman. He 
was promoted successively to the posi- 
tion of bonding foreman, then car- 
house foreman and later inspector. 


} Until 1916 he occupied the last men- 


tioned position, and then was made 
trainmaster of the Northwestern divi- 
sion of the Michigan Railway lines. 
Following the signing of the armistice 


Mr. Hansen, who in the meantime had 


entered military service, returned to 
Michigan and resumed his connection 
with the Michigan Railway as train- 
master of the Western division of the 
Michigan Railway lines. 
_ After a short period of service in 
this capacity, he was appointed assis- 
tant to H. P. Harrsen, who then was 
assistant general manager of the 
Michigan Railway lines. Following the 
reorganization in December, 1922, Mr. 
Hansen became superintendent of the 
Western division, which office he at 
present occupies, working under Gen- 
eral Superintendent F. W. Brown. 
Among his associates Mr. Hansen 
has the reputation of being a “crank” 
on schedules, insisting always that his 
trains get off right on the dot unless 
strict adherence to the timetable is 
impossible. 


J. CLAIRE TAYLOR 


Mr. Taylor was born on a farm in 
Allegan County, Michigan, in 1881. He 
started railroading as a motorman on 
the Grand Rapids, Holland & Chicago 
electric line, where he made Mr. Han- 
sen’s acquaintance and they became 
warm friends. Mr. Taylor served also 
as conductor on this line. 

In 1910 he was made train dis- 
patcher on the Grand Rapids, Holland 
& Chicago line, which -office he occu- 
pied until 1913, when he was promoted 
to the position of trainmaster. After 
three years as trainmaster, Mr. Taylor 
left the service of the railway to accept 
a position with the United Motor Com- 
pany of Grand Rapids, remaining with 


‘that company until 1918. He then re- 


entered the employ of the interurban 
and was made train dispatcher on his 
old division. Two years later he again 
was appointed trainmaster and served 
in this capacity until his promotion to 
the position of superintendent of the 
Northwestern division, in January, 
1923. All of Mr. Taylor’s railway ex- 
perience was acquired on the Grand 
Rapids, Holland & Chicago Railway, 
which now is a part of the system he 
superintends. 


CarL P, GERTH 


The village of Troy, Ind., was Carl 
P. Gerth’s birthplace and 1893 was the 
year of his birth. After attending high 


school and business college he re- 


turned to Troy and entered the em- 
ploy of the Southern Railway as a 
helper. In 1913 he was promoted to 
the position of switch clerk on the 
Southern Railway system and was sta- 
tioned at Evansville, Ind. From this 
point his advancement was rapid. In 
1914 he was made chief rate clerk for 
the Southern at Evansville and in 1915 
was appointed chief correspondence 
clerk to the general freight agent of 
the Southern (Lines West) and was 
stationed at Cincinnati. In 1916 he 
left the Southern to become office man- 
ager for the Walsh Baking Company 
at Evansville, Ind. In 1917, however, 
he again felt the urge to get back into 
the game and he entered the employ of 
the Michigan Railway lines as relief 


agent at various points on the system. 
Three months after accepting this po- 
sition Mr. Gerth was made joint freight 
agent for the Michigan Railway and 
the Detroit United Railway at Jack- 
son. 

In August, 1917, Mr. Gerth enlisted 
in the engineering corps of the army in 
the outfit with Mr. Hansen. After being 
discharged, Mr. Gerth returned to the 
Michigan Railway. lines and was made 
district freight agent at Grand Rapids, 
being promoted in July, 1918, to the 
position of freight agent for the Michi- 
gan Railway lines in that city. Mr. 
Gerth continued in the office of freight 
agent until January, 1923, when he was 
made chief of the tariff bureau of the 
Michigan Railroad. 


New Vice-President and Superintendent at Toledo 


J. Frank Johnson, who has lately been 
appointed vice-president and general 
superintendent of the Community Trac- 
tion Company, Toledo, is perhaps one 


J. Frank Johnson 


of the youngest electric railway execu- 
tives in the country. 

He was born at Guthrie, Okla., on 
Aug. 5, 1890, and spent his boyhood 
there and at Muskogee. Before his 
college career he worked in all about 
three years as a conductor and motor- 
man on some of the small properties at 
home. 

Mr. Johnson is a graduate of the 
“cadet school” of the Doherty organi- 
zation, having gone to Toledo about 
July 1, 1916, at the completion of his 
work at the University of Wisconsin, 
where he was graduated with the de- 
grees of Bachelor of Science and Elec- 
trical Engineer. 

From Toledo he went to Durham, 
N. C., and served as railway engineer 
with the Doherty traction property 
there for about a year. He was then 
transferred to Bartlesville, Okla., where 
he served as superintendent of railways 
for a few months. His next promotion 
took him to the New York offices of 
Henry L. Doherty & Company, where 
he worked as assistant railway engi- 
neer under R. F. Carbutt for a period 
of about six months. 

In the fall of 1920 he became vice- 


president and general manager of the 
Toledo & Western Railroad, an inter- 
urban property operating between 
Toledo and Pioneer, Ohio, and with a 
branch to Adrian, Mich. When the 
road was petitioned into receivership 
on Dec. 31, 1920, he was made one of 
the receivers, serving through a period 
of critical operations, involving a strike 
of platform employees, until his new 
appointment to head the Toledo prop- 
erties on April 1. 

Mr. Johnson will have almost full 
charge of the operations of the Com- 
munity Traction Company, as President 
Frank R. Coates spends almost all of 
his time in New York now. 

He will rush through a schedule of 
$500,000 of improvements this summer 
and will then make preparations for 
carrying out $1,000,000 of new con- 
struction, extensions and betterments, 
as provided for in the Milner ordi- 
nance, to be undertaken in the next two 
and one-half years. 


Dinner Tendered O. H. Simonds 


O. H. Simonds, who recently resigned 
as vice-president and general manager 
of the Dubuque (Iowa) Electric Com- 
pany to become connected with the Elec- 
tric Bond & Share Company, New York, 
was the guest of honor at a farewell 
dinner party given by a number of his 
business and other associates at the 
Julien Dubuque Hotel. About thirty- 
five business and professional men at- 
tended the dinner party. In addition 
to Mr. Simonds, the Dubuquers had as 
their guests his successor, Thomas 
Parker, and J. Sullivan, representing 
the owners of the local electric com- 
pany. At the conclusion of the meal 
Mr. Simonds was presented with a 
watch, chain and knife. A number of 
short talks were then made by the 
Dubuquers, who expressed their regret 
at Mr. Simonds’ departure. Mr. Sulli- 
van said that the owners of the Dubuque 
property were, indeed, sorry to lose the 
services of their Dubuque manager. 
Mr. Parker, the new manager, also 
made a short speech. In his remarks 
he referred to the plans of the company 
looking toward the matter of keeping 
ahreast with the growth of the city. 
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W. Nelson Smith Honored for 
Research Work 


Early in February it was announced 
that the Engineering Institute of Can- 
ada had honored W. Nelson Smith, M.E., 
consulting electrical engineer of the 
Winnipeg (Man.) Electric Railway, and 
Dr. J. W. Shipley of Manitoba Univer- 
sity by placing tneir research paper 
on the self-corrosion of cast iron at 
the head of the meritorious papers 
presented during the year 1921-22. 

Now comes the announcement that 
the council of the Institute had accepted 
the report of another committee, 
awarding to Mr. Smith and Dr. Shipley 
the Plummer Medal, offered each year 
for the best paper presented to the in- 
stitute on a metallurgical or chemical 
subject, by reason of their two papers 
presented during 1921 and 1922 dealing 
respectively with the self-corrosion of 
cast iron and of lead. 

The thoroughness of the proof that 
cast iron and lead pipes are subject to 
self-corrosion when buried in soils 
carrying certain salts, without any help 
from electric railway stray currents, 
has now been noted by three separate 
committees of the Engineering Insti- 
tute of Canada. 


W. A. Whitney has been relieved of 
the duties of purchasing agent of the 
Utah-Idaho Central Railroad, Ogden, 
Utah. He will continue as general 
manager. The duties of purchasing 
agent are being performed by A. L. 
Carpenter. F. L. Whitney is traffic 
manager of the company. 

Mrs. Mabel Knight Roberts, secre- 
tary to G. J. Kuhrts, general manager 
of the Los Angeles (Calif.) Railway, 
recently celebrated her silver anniver- 
sary of service with the company and 
was honored with presents from execu- 
tives of the railway. Mrs. Roberts has 
the distinction of having been secre- 
tary to every general manager the 
company has had. 


C. D. Smith Made Superintendent 
of Beaver Valley Local Lines 


W. H. Boyce, general manager of the 
Beaver Valley Traction Company, New 
Brighton, Pa., has announced the ap- 
pointment of Clinton D. Smith of 
Youngstown, Ohio, as superintendent 
of the local lines. Mr. Smith has en- 
tered upon his duties with the Beaver 
Valley Traction Company and has been 
assigned offices at the Junction. 

Mr. Smith was born in Harrison, 
N. J., on June 27, 1888. His early edu- 
cation was received in the public 
schools. Graduating from high school, 
he matriculated at the Worcester Poly- 
technic Institute, Worcester, Mass., in 
the department of electrical engineer- 
ing, and was graduated in 1912. 

Immediately afterward he became as- 
sociated with the Public Service Rail- 
way of New Jersey, pursuing the rail- 
way engineering course of that com- 
pany. Upon completion of the course 
he engaged in the duties of traffic in- 
vestigator. 
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Mr. Smith remained with the Public 
Service Railway till 1916, when he 
accepted a position with the Pennsyl- 
vania-Ohio Electric Company, Youngs- 
town, Ohio, as superintendent of sched- 
ules and traffic. He was promoted to 
superintendent of transportation in 
June, 1917, and to general superin- 
tendent in January, 1919. 

As general superintendent Mr. Smith 
has been in charge of transportation, 
including interurban and city electric 
lines and interurban motor coach opera- 
tion, traffic and the freight department. 
In the same capacity Mr. Smith has 
engaged actively in safety work, the 


Cc. D. Smith 


promotion of good public and muni- 
cipal relations and in cases coming be- 
fore state utility commissions and the 
Interstate Commerce Commission. 


F. H. Richmond has taken on the 
duties of general manager of the Lawton 
Railway & Lighting Company, Lawton, 
Okla., in addition to those of secretary 
and treasurer. He was formerly vice- 
president, secretary and treasurer. The 
position of general manager had pre- 
viously been held by B. R. Stevens, who 
was also president and purchasing 
agent. Mr. Stevens continues in the 
capacity of president and purchasing 
agent. 


Obituary 


Joseph S. Goodwin 


Joseph S. Goodwin, general manager 
Department of Street Railways, City 
of Detroit, Mich., died of heart disease 
at his home in that city on April 23. 
Mr. Goodwin was forty-six years old. 
Last November he was granted six 
months’ leave of absence by the com- 
mission in the hope that the respite 
from active work would benefit his 
health, but he failed to improve during 
the winter months. 

The squabbling with the Detroit 
United Railway forces in the early 
stages of the effort to establish the 
first municipal lines bore down heavily 
upon Mr. Goodwin. He was not built 
for battle. He was essentially a doer, 
and the truculent fighting left its mark 
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upon the man. Then came the taking 
over of the private lines and the myriad 
of problems and added responsibilities 
that went with them. Mr. Goodwin 
had a great physique, but there are 
strains to which even a man so well 
endowed physically will succumb. He 
ignored the first signs of fatigue, only 
to be later prostrated and compelled 
temporarily to relinquish his active 
duties. Gradually, it was borne in 
upon Mr. Goodwin’s friends that it was 
very unlikely he would ever be able 
actively to participate in business 
again; but even to those closest to him 
it was not suspected that he was fatally 
ill. Announcement of his death will, 
therefore, come as a great shock to his 
many friends. 

Mr. Goodwin was engaged to work 
for the city of Detroit when the plans 
were being put through for building 
the original municipal railway system 
there. The brunt of the planning for 
this work fell upon him. Later when 
the arrangements were perfected under 
which the city took over all the local 
lines of the Detroit United Railway on 
May 15, 1922, he was made responsible 
for operating the entire local system. 
Some of the trying experiences that 
went with the work of planning for 
the construction of the original munici- 
pal system in Detroit were reviewed 
in the course of a personal on Mr. 
Goodwin. in the ELECTRIC RAILWAY 
JOURNAL for May 20, 1922; but they 
were in a sense as nothing compared 
with the task that suddenly came upon 
him when he took over the lines of the 
private company. Among these prob- 
lems was the one of selecting the per- 
sonnel for the enlarged system of more 
than 375 miles of track. As a matter 
of fact, there was a dearth of men of 
real talent willing to become associated 
with the municipal enterprise, but Mr. 
Goodwin and those associated with 
him finally succeeded in mustering a 
competent personnel. It was his am- 
bition to make the Detroit municipal 
system a success measured by the same 
standards as employed by private com- 
panies. He was not prone to follow 
the usual municipal practice of cover- 
ing up losses. His plan was to intro- 
duce economies that would result in 
actual success, if such a thing were 
possible. Hence, few things have been 
overlooked on the Detroit Municipal 
Railway that would improve operating 
efficiency. And whatever measure of 
suecess has been attained may be 
credited largely to him. 

Mr. Goodwin started railway work 
as a motorman back in 1895: on a 
Massachusetts property. Then he 
moved to Rhode Island and did the 
same kind of work. In 1901 he was 
a motorman with a road in Connecticut. 
Soon thereafter he became a dispatcher. 
Later he became manager of the Hart- 
ford & Springfield Street Railway at 
Warehouse Point, Conn. In 1917 he 
was made manager of the lines of the 
Connecticut Company in Bridgeport 
and continued in that capacity up to 
the time of his appointment to the 
Detroit post in July, 1920. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


United States Leads in Export 
of Steel Rails 


Since the war the United States has 
become the largest exporter of steel 
rails. Before the war Germany was 
the leading exporter of steel rails and 
the United Kingdom was second. Since 
that time the exports from these two 
countries have been markedly curtailed, 
leaving the United States in the lead 
with 71 per cent of its pre-war export 
tonnage. German productive capacity 
appears to have been impaired for some 
time to come, but British exports have 
been increasing steadily since 1919, 
while those from the United States 
have been decreasing, so that it is not 
impossible that the United Kingdom 
‘may soon again forge ahead of the 
United States as an exporter of rails. 

In commenting. on the situation the 
National Bank of Commerce of New 
York points out that up to about the 
beginning of the century the United 
Kingdom was easily the dominating 
figure in the international rail trade. 
Until the outbreak of the war, British 
exports had declined only slightly but 
those of the United States and Ger- 
many had increased, particularly the 
latter, in the years just before the war. 
From 1908 to 1913 German exports in- 
creased from 331,323 to 500,835 metric 
tons, or 51 per cent, while United 
States exports increased only 27 per 
cent from 1900 to 1913. 

Formerly Argentina was Germany’s 
chief customer, although neighboring 
countries of Europe were important 
buyers. Since the war the bulk of 
Germany’s rail exports have gone to 
European countries. North Russia has 
been a large purchaser, and the great 
disorganization and destruction of Rus- 
sian railways indicate that that coun- 
try may be expected for some time to 
furnish an extensive market for rails, 
which Germany is conveniently located 
to supply. 

The destinations of British exports 
of rails show that India continues to 
be by far the largest customer and 1922 
purchases were in excess of the pre- 
war average, representing over two- 
fifths of total British exports as com- 
pared with less than a fourth in the 
pre-war years. Ceylon is the only 
other country enumerated which showed 
an increase in 1922 over the pre- 
war years. Exports to Argentina in 
1922 were one-eighth of the pre-war 
average. British possessions account 
for the bulk of the rail exports of the 
country. 

Japan has superseded Canada as the 
chief customer of the rail export trade 
of the United States, taking in 1922 
about half of the total exports of rails. 


Cuba is the second largest buyer, and 
Canada third. 

These countries are all conveniently 
located with relation to the United 
States market. Exports to Japan for 
the year 1922 were over four times as 
great as the pre-war average, while 
those to Canada were only a little over 
one-quarter and to Cuba a little over 
four-fifths as great. There has been a 
very marked falling off in exports to 
Argentina, Australia, Mexico, Brazil 
and Chile, and an increase in exports 
to Honduras and the United Kingdom. 

There has been a change not only in 
the sources of rail exports since the 
outbreak of the war but in the chief 
consuming countries as well. Japan 
and British India are now the leading 
import markets. Coupled with the in- 
crease in Japanese purchases in the 
American market has been a marked 
falling off in Argentine and Australian 
purchases in the three countries men- 
tioned. Indian purchases were about 
the same in 1922 as in the pre-war 
years. 


British Electric Locomotives 
for Japan 

In 1921 the Japanese State Railway 
authorities ordered two 59-ton freight 
electric locomotives from each of four 
firms, two American, one Swiss, and 
one British, the last being the English 
Electric Company. In June last year 
a contract was placed with the last- 
named company to supply thirty-four 
electric locomotives, these being the 
whole number required for the elec- 
trification program of the Japanese gov- 
ernment up to the end of the year 1923. 
The shipping of the locomotives be- 
gan in February last and will be 
completed by August next. This is 
said to be the largest contract for elec- 
tric locomotives which has yet been 
carried out entirely by British manu- 
facturers. The mechanical parts were 
built by the North British Locomotive 
Company, Glasgow, and the electric 
equipments were constructed at the 
Dick-Kerr Works and the English 
Electric Company, at Preston. Out of 
the total number, seventeen are for 
freight service, nine for local passenger 
trains, and eight for express passenger 
service. The two former types are 
similar except in the gear ratio, which 
is adjusted to give for the former a 
maximum speed of 40 m.p.h., and for 
the latter 53 m.p.h. All are for 3-ft. 
6-in. gage track. These machines are 
of the 0-4-4-0 type and weigh 59 tons 
each. The trucks are articulated; so 
that the drawing and buffing stresses 
do not go through the superstructure. 
Direct current at 1,500 volts, with 
overhead wire conductors, is used, and 


this is taken by four motors per loco- 
motive of 306 h.p. each. The motors 
are arranged in groups of two in per- 
manent series. The control is of the 
English Electric Company’s electrically 
operated cam shaft type, which pro- 
vides series and parallel control and 
also two field shunting notches. Two 
or more locomotives can be coupled and 
worked on the multiple-unit principle. 
The express locomotives are of the 4-6- 
6-4 type. Each weighs 96 tons, and has 
six motors of 306 h.p. each. They are 
arranged in groups of two in permanent 
series. 


Westinghouse Entertains 
McGraw-Hill Editors 


Realizing the better service technical 
editors can render to their industries 
by closer knowledge of manufacturing 
problems and accomplishments, the 
Westinghouse Electric & Manufactur- 
ing Company entertained a group of 
McGraw-Hill editors at the East Pitts- 
burgh works on April 23. Arrange- 
ments were made to give each editor the 
opportunity to see those engineers of 
the company who are handling the work 
in which he was particularly interested. 
Special shop visits were also arranged 
so that the editors could see equipment 
in course of construction. A luncheon 
and dinner afforded further opportunity 
for the editors and company engineers 
to get better acquainted and discuss 
problems of mutual interest. One or 
more editors from each of the fourteen 
McGraw-Hill papers were present. 


First Electrically-Operated Train 
on Chilean Railway 


With President Alessandri of Chile at 
the controller and the American Ambas- 
sador as a passenger, the first electri- 
cally-operated train on the Chilean 
State Railways made a successful trip 
on April 17 from Santiago to Tiltil and 
return. 

This is the first step in the electrifica- 
tion of the 144 miles of Chile’s railway, 
work on which is in active progress. 
The order for the apparatus, including 
thirty-three locomotives and equipment 
for three substations, was awarded to 
the Westinghouse Electric & Manufac- 
turing Company in 1921. The contract 
totaled $7,000,000. 


Metal, Coal and Material Prices 


April 24, 
Metals—New York 1923 
Copper, electrolytic, cents perlb.......... 16.75 
Copper wire base, cents perlb............. 19.625 
PiOdA) COME DORM tsa s hk coe teehee eb, 8.00 
ZIDO COBGE POF UW ad Saco vials oslo akon pee riey | 


Tin, Straits, centsperlb...............4. 45.50 
Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Rosca rossbous. ..ch eats priate 6.25 
Somerset mine run, Boston, net tons....... 3.175 
Pittsburgh mine run, Pittsburgh, net tons. 2.00 
Franklin, Ill., sereenings, Chicago, net tons 1.95 
Central, Ill., screenings, Chicago, net tons 1,575 
Kansas screenings, Kansas City, net tons 2.625 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

Li DOOR yee ra sates meee 792 
Weatherproof wire base, N. Y., centsperlb. 19.50 
Cement, Chicago net prices, without bags $2.20 
Linseed oil (5-bbl. lots), N. Y., per gal.. $1.20 
White lead, (100-Ib. keg), N. ney cents per ib. 13.375 
Turpentine, (bbl, tots), N.Y., per gal.. . $1.46 
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Rolling Stock 


Elmira, Corning & Waverly Railroad, 
Waverly, N. Y., suffered by fire the loss 
of its main carhouse at South Corning 
on April 28. The loss is approximately 
fixed at $50,000. One car valued at 
$12,000 was lost with the repair shop, 
store room and machine shops, 

Terre Haute, Indianapolis & Eastern 
Traction Company, Terre Haute, Ind., 
experienced a fire of undetermined 
origin which destroyed its carhouse at 
Richmond, Ind., on April 22, Fifteen 
cars were destroyed. The loss is more 
than $80,000. The carhouse for the in- 
terurban cars a short distance from the 
city was not damaged. Robert I. Todd, 
of Indianapolis, president of the com- 
pany, sent several one-truck cars from 
the Indianapolis lines to be used tem- 
porarily at Richmond. The company 
recently put into service several new 
one-man cars at Richmond and was pre- 
paring to build others. 


Pacific Electric Railway, Los Angeles, 
Calif., has placed on order for fifty 
additional multiple-unit cars for use in 
the Hollywood service. In the March 
31 issue of the ELEcTRIC RAILWAY 
JOURNAL, pages 561 and 562, there was 
a description of the new type of cars 
recently purchased by this company 
and placed in service on its Hollywood 
lines in Los Angeles. The new outlay 
of equipment will cost $887,000, and 
will be identical with the type of new 
equipment recently placed in the Holly- 
wood service. The order, which was 
placed on April 19, calls for earliest 
possible delivery. In December, 1922, 
delivery of fifty new cars for the Holly- 
wood service was completed. These 
cars have proved so satisfactory and 
the Hollywood district has been grow- 
ing so rapidly that the company found 
it necessary to purchase fifty more cars 
to improve and maintain the class of 
service the company is desirous of giv- 
ing its patrons. With the cars ordered 
on April 19 it will involve a total ex- 
penditure of $1,837,000 for the new 
equipment to serve the company’s 
Hollywood patrons during the past 
year. They are equipped with four 50- 
hp. motors, seat sixty-five passengers, 
are unusually long and wide, and can 
be operated either in single units or 
in two or three-car trains. During the 
rush hours they are now operated in 
two-car trains, but upon completion of 
the company’s new Hollywood subway 
for purposes of giving rapid transit be- 
tween Los Angeles and Hollywood, it 
is planned to operate this type of new 
equipment in three-car trains during 
the peak hours. 


Track and Roadway 


Spokane (Wash.) United Railways 
will rebuild and realign 5,400 ft. of the 
Rockwood car line to conform to the 
new grade and improvement of the 
southeast highway connection. 


Union Traction Company of Indiana, 
Anderson, Ind., announces that it will 
this summer relay its tracks with con- 
crete on Washington Street in Marion 
from Fourth Street to the Pennsylvania 
Railroad. Work will start in a short 
time. Other improvements will be 
made by the company later. 


Trenton & Mercer County Traction 
Corporation, Trenton, N. J., may be 
asked to extend its line on Hamilton 
Avenue from Olden to Johnston. A 
petition has been presented to the 
Mercer County Board of Freeholders 
asking for this improvement. The board 
laid the matter over. The proposed line 
is less than a half mile in length. 


San Diego (Calif.) Electric Railway 
will extend the Mission Beach line from 
the Santa Fe station to the north end 
of Mission Beach, a distance of 8.08 
miles. Type of construction is as fol- 
lows: 


Track—Double track, using 75-lb., A.S. 
C.E. rail with continuous joints, tie plates, 
redwood ties and crushed rock ballast. 

Bridges—Two steel through girder 
pridges, 100 ft. in length, to give overhead 
crossings over principal highway to Point 
Loma, known as Tide Street, and across 
the main line of the Santa Fe Railway. 
The balance of the bridges to be open- 
deck pile trestles, using creosoted piling. 
All_ bridges B-50 
loading. 

Overhead Trolley—Double pole construc- 
tion from Santa Fe station to mile 3, and 
center pole from mile 3 to mile 6, double- 
pole construction from mile 6 to mile 8.08, 
using wood and tubular steel poles with 
eatenary type of construction for the use 
of pantograph trolleys. 

Distribution System—Feeder line {rans 
power station to end of line with booster 
substation at approximately mile 6 to 
permit operation of six-car trains with a 
five-minute headway. 


designed for Cooper 


Power Houses, Shops 
and Buildings 


Pacific Electric Railway, Los Angeles, 
Calif., will shortly begin on the interior 
alterations of the Pacific Electric Build- 
ing. The work involves an expenditure 
of approximately $375,000. 


Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., 
has disposed of all the machinery, 
boilers and dynamos in the plant of the 
old West Indiana Utilities Company, at 
Brazil, which was taken over by the 
Terre Haute, Indianapolis & Eastern 
Traction Company several years ago. 
The plant is now being converted into 
a storage house. The company is re- 
building the high-tension line between 
Brazil and Terre Haute. 


Dubuque (Ja.) Electric Company has 
just completed the construction of an 
addition 58 ft. x 67 ft. x 68 ft. to its 
boiler room and has installed two new 
776-hp. Heine water-tube boilers with 
Riley underfeed stokers. The total cost 
was approximately $250,000. In addi- 
tion a new concrete chimney has been 
built having an over-all height of 268 
ft. and an inside diameter at the top 
of 13 ft. and inside diameter at the 
bottom of 16 ft. This installation has 
been made necessary by the increasing 
use of electricity locally and is the 
first step toward the complete rebuild- 
ing of the old boiler room. 


United Light & Railways Company, 
Grand Rapids, Mich., and interests are 
considering the erection of a new $1,- 
750,000 central station in the “Tri- 
Cities.” A $308,000 turbine of 20,000- 
kw. capacity has been ordered for this 
new plant, delivery to be made in 
March of next year by the Westing- 
house company. Condenser equipment 
to cost approximately $83,000 to be 
used in the new plant has been ordered 
of the C. H. Wheeler Company of Phil- 
adelphia and delivery in February of 
next year is expected. Negotiations are 
now under way for the purchase of 
$500,000 of additional equipment to 
serve Davenport, Iowa; Moline, Ill.; and 
Rock Island, Il. 


Trade Notes 


American Copper Products Corpora- 
tion, New York, N. Y., has removed its 
general sales offices to the twenty-sixth 
floor, Woolworth Building, New York. 


Dwight P. Robinson & Company, Inc., 
New York, N. Y., announces the open- 
ing of a Philadelphia office. The new 
office will be under the direction of Carl 
A. Baer, member American Institute of 
Electrical Engineers, who was recently 
with the firm of Baer, Cook & Com- 
pany, engineers, and a consulting engi- 
neer in the design of industrial, textile 
and power plants. 


Aurora, Elgin and Chicago Railroad, 
Aurora, IIl., has recently placed an order 
for forty safety car equipments and 7 
four-motor equipments for use on light- 
weight interurban cars. General Electric 
264 motors were specified for the safety 
cars and the interurban equipments 
will be four General Electric 265 
motors. The purchase of the new 
equipment is in line with. the policy 
of its management to furnish up-to-date 
service and to take advantage of every 
plan to reduce operating expenses. 


Georgia Railway & Power Company, 
Atlanta, Ga., has recently placed an 
order for twenty four-motor car equip- 
ments for use on light-weight double- 
truck cars. This is a duplicate of the 
order placed about a year ago. The 
equipment specified consists of Gen- 
eral Electric 265 motors with B.C. type 
control arranged for train operation. 
This railway company has found train 
operation successful and this order is 
to extend that service. The cars will 
be built in the railway’s shops. 


M. M. Marcus, E. M. Met. E., has re- 
signed as vice-president and general 
superintendent of the Rhode Island 
Malleable Iron Works to become asso- 
ciated with the Gulick-Henderson Com- 
pany, engineers, metallurgists and 
chemists, as consulting engineer in 
charge of their foundry department. 
His entire time will be devoted to con- 
sulting foundry engineering. He will 
also continue to serve on the committee 
on molding sand research and the sub- 
committee on conservation and reclama- 
tion of molding and core sand of the 
National Research Council. 


